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A CORRECTION 

In this colutnh 148t week we said that the state 
commissioners, at theif meeting in Detroit, had adopted 
a report in favor of abolishing the United States Rail- 
road Labor Board. This was an error. The report 
of the committee favoting such action was merely re- 
ceived for printing. The procedure of the N. A. R. U. C. 
does not admit adopti6h of reports, but merely provides 
for receiving theth. The procedure is misleading and, 
of course, amounts to little. In this case, the action 


merely means that a cOmmittee of the association favors 
the action mentioned. 


THE TRAFFIC CLUBS 

It has come to our ears that, in some quarters, our 
editorial of last week was misinterpreted as an argu- 
ment for restricting the membership of traffic clubs to 
traffic men. There may be some argument for such a 
restriction, but it was not our purpose to enter into 
that phase of the matter. We were discussing the mem- 
bership of traffic clubs from the point of view of their 
eligibility to join the Associated Traffic Clubs of Amer- 
ica and the value of such a national association to the 
country. Our point was that, in order to make the 
clubs desirable members of such a national organiza- 
tion and to make its action of value, its member clubs 
should not be composed of Tom, Dick and Harry, but 
of men interested in and informed on transportation 
subjects. It would not be necessary, from this point 
of view, that membership in the clubs should be con- 
fined to traffic men, but it would be necessary that it 
be confined to men whose work was along trarisporta- 
tion lines and whose ideas, therefore, on transportation 
matters, were worth while. 

There is one other matter in connection with the 
Associated Traffic Clubs of America, a meeting of which 
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will be held in St. Louis the fifth and sixth of December, 


that should, perhaps, be mentioned at this time. That 
is the feeling that seems to exist in some clubs that it 
is necessary or advisable to “instruct” their delegates 
to the national meeting as to the stand they shall take - 
on the subjects to be discussed and possibly acted on. 
It is well to have discussion of these subjects in the in- 
dividual clubs before the national meeting is held, but 
we hope no club will instruct its delegates as to how 
he is to vote—at least so rigidly that he will have no 
freedom of action. The delegates should be sent to 
the national meeting with the idea that they will rep- 
resent their clubs to the best of their ability ; but almost 
always a resolution adopted by a body of this sort 
is the result of give and take, and seldom does any in- 
dividual get exactly what he would like to have. Dele- 
gates, therefore, should be free to compromise and 
should not be prohibited from voting for what seems 
to them the best that can be obtained. No club can 
be injured by such a course, for whatever is done by 
the national organization must go to the individual 
clubs for their action, and any club may refuse to en- 
dorse the action of the national body if it sees fit to 
do so. 

There is, however, in this condition, a possibility 
of danger to the effective functioning of the national 
association. A member club may not fully approve a 
given action taken by the national association anymore 
than its delegate, who finally voted for it, fully ap- 
proved it; but the club membership will not, of course, 
have been present at the debate which resulted in the 
compromise resolution and will, therefore, be less in- 
clined to ratify it than was its delegate to endorse it, 
unless it pauses to remember how action of this sort 
by a delegate body must be arrived at. It should, of 
course, listen to the report of its delegate before it takes 
action of any sort. Then, unless there is some radical 
objection on its part to the course advocated, it should 
endeavor to “go along” with the national association, 
even keeping away from amendments to the language 
of the resolution in question, for the reason that, if this, 
that, and the other club depart from the resolution 
adopted by the national body, there will be no crystal- 
lization of sentiment and, therefore, no national force 
in what is done. 

As we see it, delegates must be trusted to speak 
for their clubs in the national convention and the clubs, 
when action taken by the national convention comes to 
them for approval or disapproval, should go to every 
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possible length to ratify the convention’s work. Of 
course, there is nothing in all this to prevent an in- 
dividual club from adopting supplemental resolutions 
setting forth its own views in a manner that may seem 
to it more satisfactory. 


LESS RAILROAD REGULATION 

A writer in a current magazine on the subject, 
“Why Is a Railroad President?” says that five rail- 
road executives—the first, second, third, fourth, and 
seventh highest paid in the United States—receive ag- 
gregate salaries of $424,674, or an average of $84,934 
each, and he seeks to show that they earn the money. 
He does this by specific instances, as, for instance, the 
action of President Smith, of the New York Central, 
in buying a large amount of equipment when the, Euro- 
pean wat broke out and before prices rose so greatly, 
and the policy of Julius Kruttschnitt, of the Southern 
Pacific, in seeking out the causes of accidents on his 
road and preventing their recurrence. He makes his 
case, we think, but he might have gone farther and 
shown that railroad executives could be much more 
valuable, to their stockholders and to the country, or 
would, at least, be able to perform more service for 
their present compensation, if their activities and re- 
sponsibilities were not so circumscribed by the mass 


of restrictive legislation and regulation that is piled 
around; them. 


In many respects a railroad executive is little more 
than a high class clerk. He is expected to do neatly 
and expeditiously the work that is laid out for him, 
but it is laid out. He has lost, in great measure, his 
authority in dealing with his men as to wages and work- 
ing cOriditions; every rate he makes in order to bring 
an aécess"'6f freight or passenger business, has to be 
passed’ '6n “by a government commission; any proposed 
consolidation or merger of properties must not only pass 
the inspection of this commission but it must be in 
accord with a general plan for consolidation of all the 
railroads, not yet determined by the commission; in a 


hundred ‘ways his initiative is curbed and his genius 
rendered of no avail. 


We are aware that, in the past, this railroad genius 
has led to the prostituting of railroad properties and 
the exploiting of the public. We have no disposition 
to conceal it or to deny to the public the protection 
it should have from such practices. But we are of the 
opinion that a few drastic laws prohibiting discrimina- 
tion and preventing stock-jobbing—the kind of laws that 
are enacted for the purpose of compelling probity in 
other business, for instance—would answer the pur- 
Pose. While we are talking of legislative experiments 
in the regulation of the railroads, we should like to 
see the experiment tried of removing all cther regula- 
tion and letting the railroads have a chance to see 
what they could do for a while if their present master 
took a vacation. The theory of regulation is well 
fnough, but we have regulation run wild. It is an in- 
justice in the expense it causes and the decrease in 
efficiency and enterprise that ensues. To us, a railroad 
€xecutive who has done anything at all to attract atten- 
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tion seems an unusually able man, because there is so 
little opportunity for him to do anything worth while. 

It would be too much for even the most enthusias- 
tic optimist to hope or work for that there should be, 
in the near future, any such radical sweeping away of 
regulation as we wish could be accomplished; but we 
may venture the hope that at least the tendency will 
be toward less instead of more regulation and legisla- 
tion, and that, at the very least, the laws we now have 
may not be tampered with for the next year. We are 
greatly rejoiced to note that Senator Cummins looks 
for no railroad legislation at the coming short session 
of Congress. So far, so good. We hope the do-nothing 
policy may be continued. Senator Cummins himself can 
do much by withdrawing some of his own plans. He 
hopes to have enacted legislation that will strengthen 
a Labor Board that ought to be abolished, instead of 
strengthened, and to provide for compulsory consolida- 
tion of railroads instead of the present plan of merely 
compelling them to consolidate under a plan adopted 
by the Commission if they are to consolidate at all. 
How Senator Cummins intends to compel anything of 
this sort is beyond us. To our lay and non-senatorial 
mind it would appear that the only way to compel con- 
solidation would be for the government to condemn 
and purchase. 

In this connection, we desire to call attention to 
the action of the National Industrial Traffic League, at 
its recent meeting in New York, on this subject. It 
adopted a resolution endorsing several proposals con- 
tained in the Newton bill, among them one for the 
repeal of the sections of the transportation act that 
provide for the consolidation of all the railroads into 
a few systems, and substitufing a simple section to the 
effect that the Commission shall have authority to au- 
thorize consolidations on application of the interested 
carriers when it is considered to be in the public interest 
and not a lessening of carrier competition. That is, at 
least, as far as the statute ought to go and we think, 
perhaps, it ought to go that far. The idea of an elab- 
orate plan for the consolidation of all the railroads, spe- 
cific consolidations to be permitted only in accordance 
with that plan, is fantastic. It means delay in im- 
mediate mergers in the public interest while the Com- 
mission is hesitating—as well it may—as to what its 
general plan will be. Many small consolidations and 
perhaps some large ones would be in the public interest. 
There ought to be a check on them and that check ought 
to be the Commission. Carriers wishing to merge should 
be permitted to bring their plans to the Commission and 
to receive either prompt assent or prompt refusal. That 
is all there should be to it. Those responsible for the 
present law as to consolidation have taken too much 
for granted in assuming that there should be a con- 
solidation of all the railroads, and their plan is un- 
wieldly and unworkable even on that assumption. 


SOUTH GEORGIA STOCK 
The South Georgia Railway Company has been authorized 
by the Commission to issue $199,000 of preferred capital stock 
to be exchanged at par for $199,000 of first-mortgage 5 per cent 
bonds, which will mature January 1, 1923, or to be sold at not 


less than par and the proceeds devoted to the payment of the 
bonds. 
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RAILROAD LEGISLATION 


The Trafic World Washington Bureau 


Senator Cummins announced November 28 that he would 
not introduce any biils to amend the transportation act before 
the Congress which will sit after March 4, 1923. The announce- 
ment was regarded as indicating that Republican leaders in the 
Senate had decided that little could be accomplished as to rail- 
road legislation at the short session which begins next week. 
It was also believed, in view of the announcement, that President 
Harding would not be likely to urge major changes in the trans- 
portation act at the short session, although he might indicate 
what he believed should be done later. 

Senator Cummins said the legislative situation was such 
that action, in all probability, could not be obtained at the short 
session on the changes he believed should be made, such as 
legislation strengthening the Labor Board and providing for 
compulsory consolidation of railroads. 

Senator Capper, leading the farm bloc senators, is expected 
to demand amendment of the transportation act, but the Re- 
publican leaders do not believe much headway will be made in 
that direction at the short session. 


APPROPRIATION FOR INSPECTORS 


The Trafic World Washington Bureau 

In the course of consideration in the Senate of the Liberian 
loan bill an amendment offered at the last session by Senator 
Harrison of Mississippi, providing for an appropriation of $170,- 
100 for additional locomotive boiler inspectors, was agreed to 
by a vote of 51 to 9. The amendment was submitted by the 
senator during the agitation for more inspectors during the shop- 
men’s strike. 

Senator Dial, of South Carolina, said he could see no benefit 
in increasing the number of inspectors. 

“Congress should regain its equilibrium and allow business 
hereafter to function in its accustomed way,” said he. “The rail- 
roads have their own experts; they repair their engines and they 
know better than some little government official whether or not 
those engines are safe. Not only that, but I should much prefer 
to trust to the knowledge of the engineer who operates the 
engine than to some government official who may go around 
theorizing about it. 

“I have no brief to speak for the railroads, but I do sym- 
pathize with business, and I desire to say that if we do not let 
people transact their business in a reasonable way, without so 
much government interference, after awhile there will be no one 
to carry on the business—there will be nobody to pay taxes. 

“I understand that a great many of the railroads are getting 
tired of operating their property and would be glad for some 
excuse to hand it over to the government. If we shall keep on 
hampering them, and preventing them transacting their business 
in a common sense way such will be the inevitable result. Then, 
indeed, it will be a sad day for the taxpayers of this country.” 

Senator Cummins defended the appropriation. Senator Mc- 
Kellar raised the question of the government paying for the 
transportation of inspectors. 

“I am opposed to compelling the railroad companies to fur- 
nish transportation to any government employe,” said Senator 
Cummins. “There ought to be a complete separation between 
the railroad companies and these governmental inspectors. If 
we require the railroad companies to furnish transportation, we 
in a measure link up the employe of the government with the 
corporation, and, in my judgment, diminish to a degree the 
efficiency and fidelity of the government inspectors. That is the 
reason why there is a provision for transportation.” 

Senator McKellar remarked that he could see considerable 
force in Senator Cummins’ position. 

The Senate voted this week to recommit the Liberian loan 
bill to which an amendment had been added providing for addi- 
tional locomotive inspectors. Senator McNary tried to save the 
amendment and another relating to an appropriation for reclama- 
tion purposes by moving that the committee be instructed to re- 
port back the bill with everything but the two amendments in 
question eliminated but the motion was not adopted. The effect 
of the action is to kill the amendments. 


PROTEST TO PRESIDENT 
The Trafic World Washington Bureau 


Representatives of the shopcrafts’ unions have protested 
again to President Harding about condition of cars and engines 
as the result of the shopmen’s strike. Bert M. Jewell, president 
of the railway employes’ department of the American Federa- 
tion of Labor, and W. H. Johnston, president of the International 
Association of Machinists, told the President the inspection 
forces of the Interstate Commerce Commission were inadequate 
and that the railroads were not co-operating with the govern- 
ment inspectors. The representatives said the shopmen’s strike 
was effective on approximately 50 per cent of the railroads. 
They also said the railroads were wasting money in housing 
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and caring for employes who took jobs formerly héld by the 
strikers. 

The visit of Mr. Jewell and Mr. Johnston to the White 
House also was for the purpose of placing before the Presi- 
dent complaints against carriers not living up to an order of 
the Railroad Labor Board regarding the non-assignment of re 
pair jobs to contractors, it developed. The labor leaders charged 
that certain roads have turned repair shops over to contractors 
to the end that the employes would be removed from the juris. 
diction of the Labor Board. Among the railroads named by the 
leaders were the Erie and the Western Maryland. The Presi- 
dent was said to have declared that the practice complained of 
must be stopped. 


CLERKS’ WAGE HEARING 


Concluding arguments of the labor representatives and the 
case of the carriers were heard by the Labor Board in the hear- 
ing of the wage increase demands of the railway clerks and 
freight handlers in Chicago, November 24. M. C. McLeese, of 
the New York Central, representing the eastern carriers, opened 
the argument of the railroads. He declared that the schedules 
prepared by the union representatives were not consistent or 
true statements of the relations between wages and living 
costs in recent years, and were, therefore, inapplicable as proof 
of the necessity for general wage increases. Mr. McLeése said 
the unions’ demands could not be properly considered by the 
carriers because they were not uniform in their extent. 

In spite of the increased cost of living, the men were in 
better financial condition now than they were prior to the large 
wage increases during the war, he said. Wages had increased 
in much greater proportion than had living costs, according to 
the statement of the carriers. It was also stated that wages 
in the railway service were much higher than those in other 
industries for the same kind of work, in some instancesS as much 
as 27 per cent. 

In concluding their arguments, the labor represéntatives 
declared that it was the common practice throughout the coun- 
try to work clerical employes longer than the basié eight-hour 
day. It was claimed that the detrimental effects of this prac 
tice and the greater profits that accrued to the railroads from 
the use of it gave ample reason for the payment of punitive 
overtime as a reward for the extra work. In order to shorten 
the hearing, it was agreed that rebuttals to the arguments ad- 
vanced by both sides in the dispute should be placed before 
the board in written statements. The hearing closed late in 
the afternoon of November 24. 


FREIGHT BILLS TO BE AUDITED 


The Trafic World Washington Bureaw 


Comptroller-General McCarl, of the Treasury Department, 
has issued an order to disbursing officers that they must have 
the freight bills presented to them by the railroads audited and 
checked against tariffs and classifications before and not after 
payment, as at present, and that the auditing and checking 
would be done in his office after January 1. The object of the 
order is to prevent the payment of money on erroneous bills, 
the errors in which will not be found, if at: all, until long after 
they payments have been made. Heretofore, bills have been 
paid generally as presented. If the regular auditors did not 
catch the errors they were not corrected unless the auditors 
for the railroads caught them and directed refunds. [Errors 
caught before payments have been made, according to the 
comptroller-general, can be corrected more easily than those 
discovered after the bills have been paid. The practice to be 
introduced into government business is general among large 
shippers. 

Many railroad freight agents, knowing that bills are checked 
by shippers, render bills without much checking by them- 
selves, knowing that big shippers cannot afford to allow either 
over or under charges to be outstanding. Therefore, a con- 
siderable percentage of bills, when audited by the traffic men 
in a big organization, show errors. 


W. T. L. COAL RATES 


The Trafic World Washington Bureau 


In connection with formal complaints, the Northwestern Coal 
Dock Operators’ Association has asked the Commission to insti- 
tute a general investigation into rates on coal in Western Trunk 
Line territory, with a view to harmonizing rates in that territory, 
either by bringing them all-up to the scale prescribed in Holmes 
and Hallowell or establishing a new one which will bring rates 
from the docks, from northern and southern Illinois, from Mon 
tana, and Wyoming, Arkansas ‘and other points of origin to sub- 
stantially the same standard, mile for mile. The formal com- 
plaints against the situation were prepared by the association 
and C. Reiss Coal Company and other dock operators. Com- 
plainants in the formal cases request hearings at Minneapolis. 
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Gompers Does His Crowing.—As expected by those who 
have been reading the preachings and scoldings of Samuel Gom- 
pers with a view to finding something constructive in them, the 
head of the American Federation of Labor and his colleagues on 
the political action committee of the Federation have put forth 
their claims as to what they accomplished at the recent election. 
Having joined with other dissatisfied elements of the electorate, 
the labor leaders are claiming as their own the defeats of most 
of the veteran senators who fell by the wayside. Also, they are 
claiming, the election of Hubert Stephens, of Mississippi, as 
something accomplished, in large part, by them. Their claim 
about influence in Mississippi excites the mirth of those who 
understand Mississippi politics. Organized labor, as a straight- 
out political factor in Mississippi, is believed to be about as much 
of a factor as Ben Marsh in the making of freight rates. Some- 
times freight rates are reduced. Inasmuch as Marsh is always 
for a reduction, he might claim that he did it. There is believed 
to be more reason for the claims of Gompers than usual, although 
there is to be no change in the nominal political control in either 
house of Congress as a result of what he and his colleagues did. 
The amazing fact about the election is that, in a number of 
states, the efforts of the organized labor leaders to attach them- 
selves to the agricultural current appeared to have been success- 
fully accomplished. But it is further believed the alliance was 
more one of protest than anything else. The farmers were sup- 
posed to be “sore.” So were leaders of organized labor. So were 
many business men. It is believed that any one of the three 
elements could claim, with equal justice, that it was the one 
that accomplished the undoing of the veterans. Each seemed to 
be so dissatisfied that the candidate of protest, regardless of 
his party designation, seemed to promise relief from the things 
that were troubling the three elements. Gompers claimed much 
credit for “putting over” satisfactory candidates at the primaries. 
Among others said to owe their nomination to what Gompers and 
his committee did was Senator-elect Brookhart, of Iowa. Gom- 
pers and his committee tried to persuade Representative Sweet 
to withdraw from the primary race. Gompers said that Sweet, 
while he had a satisfactory record, would not listen to sugges- 
tions. He did, however, promise to support Brookhart whole- 
heartedly, Gompers said, should Brookhart be nominated. So 
Gompers turned in and nominated Brookhart, with the help of a 
few farmers. The defeat of Beveridge in Indiana, attributed by 
many, other than Gompers, to factionalism in that state, by in- 
ference, is being claimed as a victory for Gompers. Forty thou- 
sand local unions, the report of the Gompers committee said, 
took part in the campaign. That is more than 800 unions to a 
state. In a state like Ohio that would mean about ten unions to 
a county. If the unions paid as much attention to their leaders 
as the Gompers campaign committee implied, they should have 
influenced 4,000,000 voters. Taking 4,000,000 from the _ total 
polled by Harding in 1920 and giving it to the opposition would 
have given the opposition to Harding’s party a clear majority 
in each of the two houses of Congress. That did not happen, 
however; hence the inference might be drawn that the head of 
the Federation of Labor, like nearly every other man who takes 
a leading part in politics, may think it all right to lend emphasis 
to what he has to say by making it sound large. 





Way Open for More Taxes.—The government of the United 
States cannot levy an export tax, but states may tax the things 
produced within their borders, even if the effect be the same 
as that of an export tax. That is believed to be the effect of a 
decision of the Supreme Court of the United States in the case 
involving the constitutionality of the law of Pennsylvania put- 
ting a tax on anthracite but not on soft coal. The court had to 
hold that a state could tax things produced within its borders 
Without offending the rule which says a state may not tax or 
undertake to regulate commerce between the states. To hold 
that such a tax was a tax on interstate commerce or an attempt 
to regulate it, Associate Justice McKenna, author of the opinion, 
Said; would be to nationalize all industries and free them from 
taxation by states because the products of such industries might 
or certainly would enter into the commerce between the states. 
There were no dissents. That is not surprising. Pennsylvania 
undoubtedly, intended to collect tribute from the users of hard 
coal, no matter where they might be, but the motive back of the 
imposition, the court said, could not be inquired into. The only 
question, other than whether the tax was a-tax on interstate 
commerce or an attempt to regulate it, was as to whether the 
classification for taxing purposes was reasonable. Those who 
attacked the law claimed it was an unreasonable classification 
because soft coal was not likewise taxed. The court held other- 
wise. In the course of the argument it was pointed out that, if 
the Pennsylvania: law were upheld, Minnesota might tax iron 
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ore, the cotton states their chief staple, and so on down the list. 
The answer to that contention, it is believed, is that Pennsy]l- 
vania knew it could safely impose a tax on hard coal because 
there is no hard coal produced in commercial quantities in any 
other part of the world. The south will not tax cotton because 
there are many places on earth where it can be grown. Cali- 
fornia, by refusing to impose such a tax, could boom her produc- 
tion, already large, to a point where it would be commanding. 
Minnesota and Michigan will not tax iron ore, it is suggested, 
because the south has iron ore. So has Cuba, and there are 
mines in Pennsylvania, New Jersey and New York that would 
be pleased to have the upper-lake states take such action. How- 
ever, it is believed every state that has a monopoly, or can 
obtain one in any product, will take notice of what Pennsylvania 
has done and emulate her. The national government has ab- 
sorbed the possible objects of taxation to such an extent that 
the political organizations in a number of states are almost 
starved because they cannot find new objects to tax. The pro- 
posal to amend the Constitution so as to abolish tax-exempt 
bonds of states and municipalities is a reaching out by the 
nation for more money. The political party that will make 
abolition of taxes by the abolition of useless offices has not yet 
been organized. Perhaps it never will be. It is not likely to be 
popular, because the average poor man has not yet found out 
that it is he, and not the rich man, who pays taxes, because he 
cannot pass them on. 





Why Not Car Conservation?—Eugene McAuliffe, in his dis- 
cussion of the assigned car and mine-rating rules, made the 
point that not one of the sets of rules offered at the hearing 
held by Commissioner Aitohison offered any reward for the man 
who conserves cars by loading them quickly. Of course, he ex- 
cepted his own because, he said, his rules were based on the 
foundation that the man using cars most economically was en- 
titled to recognition by having more furnished for his use. Car 
Service Order No. 31, he said, invited inflation in mine rating, 
by competition among mine operators, and that competition, in 
inflation, had resulted in the creation of a so-called production 
capacity of 900,000,000 tons of coal per annum. The percentage 
of cars billed out of those ordered, he maintains, furnishes a 
true test. CS-31, he contends, is based on the assumption that 
the best performance of a mine is its average and cars are sup- 
posed to be furnished on that basis. That brings about the 
saying that a 65 or 70 per cent supply of cars is normal. In 
other words, when 100 cars are ordered, the best that can be 
expected is that the man who says he can load that many will be 
able to load out, day after day, not more than 70 per cent. The 
McAuliffe theory is that when a man can not do any better than 
the average of his district he has no reason to ask for more 
cars, while the man who exceeds the average of his district for a 
considerable period has shown that he is efficient and should 
have more cars, if he asks for them, while the man who falls 
below the average, for a considerable period, should have his 
rating reduced; that is, he should be penalized for his propensity 
to bite off more than he can chew. Such a scheme, he con- 
tended, would make for quick loading of cars, quick dispatch, 
and the weeding out of mines not efficiently managed by the 
simple process of depriving it of cars if it cannot keep pace with 
the average in its district. Now, he thinks, is the finest time 
for deflating inefficiency ever known. 





“Progressives” Making a Program.—Under the leadership of 
Senator La Follette of Wisconsin, the irregulars of the two ma- 
jor parties are to undertake the framing of a program for them- 
selves to be followed at the coming sessions of Congress. The 
first conference was called for December 2. The assumption 
was that the two major parties would line up against each 
other and, thereby, afford opportunities for the irregulars. The 
Senator from Wisconsin has often tried to be the deciding factor. 
If he were certain of commanding the services of Borah, John- 
son, and some of the other irregulars—like Reed of Missouri, 
for instance—he would have a commanding position. But one 
of the hardest things on earth is to make irregulars be regular 
even in an enterprise calling for delivering a block of votes 
to the higher bidder, the bids being in terms of so-called pro- 
gressive legislation. Usually, an irregular considers himself 
a leader. He is—in his own state—but as for following some 
man from some other state, that is entirely another matter, in 
most instances. When Cummins came to the Senate, a com- 
bination of him and LaFollette was regarded as a certainty. 
The pair was to do wondrous things; but the combination did 
not take place. Cummins allowed the seniority rule to work 
and, in due course of time, La Follette denounced the railroad 
bill sponsored by Cummins as about as bad as anything any 
reactionary could have proposed. Old-timers are willing to ad- 
mit that, perhaps, the present move will be an exception to the 
rule and the irregulars will become regular to the extent of 
agreeing on a program which the nominal majority party must 
accept as the price, of its salvation from destruction, so far as 
the coming sessions of Congress are concerned, at the hands 
of the combination of minority party, and irregulars. If the regu- 
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lars in the two major parties always oppose each other and the 
irregulars always vote together, the senator from Wisconsin 
‘ will be the leader in the Senate, the head of a coalition which 
will rule in Congress and pass only those things with the 
Harding approval that may be underwritten by La Follette. 





Perhaps Money Does Smell.—The Commission’s decision on 
the application of the Natchez, Columbia & Mobile that, because 
its stockholders are also the stockholders in a lumber company 
which ships over its rails, it is not a full-fledged railroad, it is 
suspected, will cause a revival of the discussion of the question 
whether the law really gives the Commission authority to say 
who shall not be able to own a railroad. Some of the ancients 
had a saying that money or gold does not smell. They lived 
before the days when tainted money became a concept almost 
as familiar as that of an honest man. The effect of the Com- 
mission’s continued holding in the tap line cases suggests to 
those who disagree with it that the commissioners believe money 
can be tainted by the man who owns it. The theory is that if 
a@ man who owns an industry is also permitted to own a rail- 
road he will give himself rebates; therefore, the man who most 
keenly feels the necessity for a railroad shall be kept out of 
the business except under a rule which seems to say: “Yes, you 
are a common carrier, but you have only some of the powers 
of a railroad but all its duties. You obey the law about filing 
tariffs, making reports, observing the safety appliance sections 
of the law, you build up the community, but we know you will 
not obey the part of the law forbidding rebates. Therefore, to 
keep you from violating that part of the law, we will prescribe 
the maximum division you may receive from your connections, 
even if the divisions so allowed will not pay operating expenses, 
much less dividends, on your investment.” To those who have 
disagreed with the Commission’s view, that looks like punishing 
a shipper who has provided something that will tend to build 
up the country, not because he has violated a law, but because 
it is assumed that he will violate a law. Some of those who 
remember the brusque way in which the late Chief Justice White 
brushed away the contention that the railroad running “out 
into the woods,” to use his words, was not a common carrier, are 
inclined to believe that if the whole subject could be threshed 
out before such as he, who had personal knowledge of things 
“out in the woods,” because he lived in an undeveloped part 
of the country, they would make short work of the conclusion 
that, in the absence of a showing that a shipper-owned railroad 
had violated the anti-rebate part of the law, it could be placed 
in hobbles and denied the right to negotiate for divisions that 
would give a return on an honest investment. A. Be Hi. 


SWITCHING AT MINNEAPOLIS 


The Trafic World Washington Bureau 

In a report, on further hearing, in I. & S. 1272, the Commis- 
sion has modified its original finding to the extent of holding 
that the Minneapolis & St. Louis and the Railway Transfer Com- 
pany had justified an increase in interchange switching charges 


at Minneapolis to $6 a car on all commodities except grain and 
grain products. 


COMMISSION ORDERS. 

Upon receipt of advice that the complaint had been satis- 
fied, the Commission has dismissed the proceedings in No. 9408, 
Portland Traffic & Transportation Association vs. Southern Pa- 
cific Co., et al. 

On further consideration of the record, the Commission has 
reopened No. 11225, Lawton Refining Company vs. Director-Gen- 
eral and C. R. I. & P. Ry., for such further oral argument as it 
may direct. 

On further consideration of the record and of the petitions 
filed by the C. R. R. of N. J. and the Great Northern Ry. the 
Commission has modified its order of June 13 in No. 13413, In 
the matter of automatic train-control devices, to authorize the 
C. R. R. of N. J. to install, in accordance with the terms of the 
said order, an automatic train-stop or train-control device upon 
the portion of its line between Red Bank, N. J., and Winslow 
Junction, N. J., in lieu of the installation required in its original 
order. The Great Northern Railway has been authorized to 
install an automatic train-stop or train-control device upon one 
full passenger-locomotive division, included in the part of its 
line between Minot, N. D., and Williston, N. D., in lieu of the 
installation required in the Commission’s order of June 13. The 
petition of the R. F. & P. R. R., however, for a modification of 
the order with respect to certain requirements thereof has been 
denied. 

The Duquesne Slag Products Company has been permitted 
to intervene in No. 14204, John M. Buckland, trading as National 
Slag Company, vs. Atlantic City Railroad Company et al. 

The New Orleans Joint Traffic Bureau has been permitted 
to intervene in No. 14314, Huey P. Long, Shelby Taylor and 
Francis Williams, constituting the Louisiana Public Service Com- 
mission vs. Missouri Pacific Railroad Company et al., and also 
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in No. 14323, the Cities of Marshall and Jefferson, Texas, ys. 
Texas & ‘Pacific Railway Company et al. 


PETITIONS FOR REHEARING, ETC. 


The East Side Manufacturers’ Association, representing va. 
rious manufacturers of Granite City, Madison and East St. Louis, 
Illinois, has petitioned the Commission to grant a rehearing in |, 
and S. No. 1590, Iron and Steel Articles from the Ohio and Mis- 
sissippi River Crossings to the Southeast, with the privilege of 
presenting additional testimony, brief and oral arguments, for the 
purpose of presenting its contention that the rates which result 
to the manufacturers of iron and steel in the territory of origin 
referred to as St. Louis, in the CommiSsion’s opinion, would be 
relatively unreasonable and unduly and unjustly discriminatory 
to the said manufacturers. 

The respondents in I. and S. No. 1603, Iron and Steel Articles 
from New Orleans, La., group points to Texas, have petitioned 
the Commission to grant them a rehearing in this case, and 
upon such rehearing to cancel that part of its order entered 
therein on November 7 that required these respondents to can- 
cel the schdules proposing proportional rates from New Orleans, 
La., rate points to Houston, Texas, rate points, etc., and, in sup- 
port thereof, states that the Commission erred in its findings 
and “that they are entitled to have the proposed proportional 
rate go into effect and are protected in this right, not alone by 
considerations of rate making and business policy, but by con- 
stitutional guaranties.” 

The director general has petitioned the Commission for fur- 
ther consideration in No. 12568, Chevrolet Motor Company of 
California vs. Director General, et al., on the ground that the 
Commission’s finding “that complainant made shipments from 
and to the points mentioned and paid and bore the freight 
charges thereon” is, entirely without competent legal evidence 
of record. 

The Ringwood Company and the Wharton Steel Company, 
complainants, have petitioned the Commission for reconsidera- 
tion or a reopening of proceedings, if necessary, in No. 11268, 
Ringwood Company vs. Director General, P. R. R., et al, and 
No. 11359, Wharton Steel Company vs. Director General, P. R.R. 
et al., stating in support thereof, that the Commission erred in 
holding that there was no proof of damage and that the com- 
plainants should not for this reason be completely barred from 
submitting further proofs in the matter. 


SERVICE ORDER NO. 27 


The Trafic World Washington Bureau 
The Commission, November 28, issued Service Order No. 27, 
authorizing and requiring the Baltimore & Ohio, from and after 
the following day, to furnish 250 coal cars at the mine of the 
Elkhown Piney Coal Manufacturing Co., located on the Long Fork 
branch, for the loading of coal now in a stock pile, at the rate 
of 30 cars per day. The cars to be furnished are to be counted 
against the distributive share of the company in question. 
Issuance of this order was caused by the fact that the coal 
in the company’s stock pile was afire and its destruction was 
threatened. The company said the only way it could save any 
part of the coal would be to load it into cars and move it away. 


Federal Fuel Distributor Spens recommended the issuance of 
the order. 


SERVICE ORDER NO. 28 


The Trafic World Washington Bureau 


Another service order, No. 28, in favor of the Purchasing 
Commission of the state of Virginia, has been issued by the 
Commission. It directed the Chesapeake & Ohio to set forty 
cars at the mine of the Rhondell Coal Company, Rhondell, W. 
Va., at the rate of four cars per day for ten working days, to 


load coal for the state organization. The order became effective 
December 1. 


TELEPHONE OPERATING INCOME 


The Commission’s summary of monthly reports of large tele 
phone companies for September and the nine months ended with 
September shows that the companies had an operating income of 
$10,848,693 in September as against $9,198,500 in September, 1921, 
an increase of 17.9 per cent, and that for the nine months the in- 
come was $92,569,239 as against $80,213,412 in the same period 
of 1921, an increase of 15.4 per cent. 

Operating revenues in September totaled $50,260,758 as 
against $45,748,213 in September, 1921, and $463,230,524 in the 
nine months as against $401,958,174 in the same period of 1921. 

Operating expenses in September totaled $35,034,733 as 
against $33,147,510 in September, 1921, and $308,367,867 in the 
nine months as against $292,407,786 in the same period of 1921. 

The ratio of expenses to revenues was 69.71 per cent in Sep- 
tember as against 72.46 in September, 1921, and 70.69 per cent 
for the nine months as against 72.75 per cent for the same period 
of 1921. 

Company stations in service at the end of September totaled 
10,223,813 as against 9,686,972 at the end of September, 1921, an 
increase of 5.5 per cent. 
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NEWSPAPER SUPPLEMENT RATES 


The Commission, in a report on I. & S. No. 1614, Cancella- 
tion of Newspaper Rates on Illustrated Newspaper Supplements 
Shipped from Printers to Publishers (mimeographed without 
page or opinion numbers), has held the proposed cancellation 
of newspaper rates on illustrated newspaper supplements shipped 
in baggage cars on passenger trains had not been justified. The 
suspended schedules are to be cancelled and the proceeding dis- 
continued. 

The proposals were made by the Pennsylvania, the Balti- 
more & Ohio, Buffalo, Rochester & Pittsburgh, Delaware, Lacka- 
wanna & Western and other lines. They were to have been ef- 
fective in August, but they were suspended, upon protests of 
publishers in the east and the companies furnishing supplements 
containing feature articles and pictures. The supplements have 
the same status in transportation as completed newspapers. The 
cancellation of the rates would have thrown the business to the 
American Railway Express Company at much higher rates. 

The Commission said it was apparent that withdrawal of 
the present services and rates, which had been accorded for a 
long time, would result in the application of much higher 
charges. It said that while the rates were undoubtedly low, it 
was not prepared, it said, to sanction the considerably higher 
charges that would become applicable, express, for the only kind 
of service that would appear adequate upon the cancellation of 
the present rates. 

Commissioner Hall, in a dissent said the railroads were 
seeking to purge their passenger train tariffs of undue prefer- 
ence. He said the real issue was whether printed matter, which 
might or might not later become a part of a newspaper, should 
receive or continue to receive a preference in transportation 
over other printed matter, not a part of a newspaper, which 
now moves by mail, express or freight. He said the majority 
report left the question undecided. He said he could see reason 
for putting fresh milk, newspapers, and oxygen, the latter for 
the deperately ill, upon passenger trains, but he could not see 
the necessity for putting supplements for newspapers on such 
trains, and excluding weekly newspapers. 


DEMURRAGE, LEGAL AND ILLEGAL 


In a report on No. 12309, Newton Oil Mill vs. Director-Gen- 
eral, Alabama & Vicksburg et al., opinion No. 7996, 74 I. C. C. 
113-5, the Commission held the demurrage charges assessed for 
detention, at Newton, Miss., of three interstate shipments of 
cottonseed, held in December, 1917, and January, 1918, were not 
uireasOnable or otherwise unlawful. It held the charges on 
thre intrastate shipments of seed, also in the same period, were 
without tariff authority and therefore illegal. 

The cars were constructively placed on tracks of carriers 
other than the Gulf, Mobile & Northern because the latter re- 
fused to receive them, having placed an embargo against cotton- 
seed on account of the inability of the complainant to receive 
any more cars. The other roads also placed embargoes. 

The Commission did not recognize them as embargoes, but 
referred to them as so-called embargoes. It called attention 
to its own cases, in 59 I. C. C. 599 and 60 I. C. C. 491, as well 
as Menesha Co. vs. Chicago & Northern, 241 U. S. 55, to show 
that a carrier cannot legally place an embargo, because of the 
inability of a consignee to receive cars. It held, in its reports, 
that charges resulting from the inability of a consignee to 
receive freight were not unreasonable or unlawful. It followed 
that precedent in this case, as to’the interstate shipments. As 
to the intrastate shipments, it called attention to the different 
demurrage rule in effect in Mississippi and said the charges 
on the intrastate shipments were without authority. It there- 
fore dismissed the case. It said nothing about a refund of the 
charges on the intrastate shipments. 


DEMURRAGE LEGALLY ASSESSED 


Failure on the part of the complainants to give written notice 
that it desired ground storage on steel plates, car trucks, and car- 
truck frames, intended for export, unloaded by the railroad com- 
panies at New York and Philadelphia between May 19 and Sep- 
tember 30, 1920, cost A. G. Kidston & Company and other shippers 
the difference, amounting to probably $7,000, between car demur- 
Tage and the much lower rates applicable to ground storage. The 
demurrage collected on 42 carloads of export freight, because the 
strike of the longshoremen made it impossible to get the stuff to 
Ships, amounted to about $8,734. That sum was assessed at the 
tates applicable on export traffic held in cars. The freight was 
unloaded by the railroad companies, without written request, from 
the complainants. 


Decisions of Interstate Commerce Commission 


Re 


The question about the legality of the assessment of car de- 
murrage, under conditions just outlined, was disposed of in a 
report on No. 12748, A. G. Kidston & Company vs. Delaware, 
Lackawanna & Western et al., opinion No. 8004, 74 I. C. C. 135-9, 
written by Commissioner Cox. Chairman McChord, Commis- 
sioners Meyer, Aitchison and Potter dissented. The report also 
covers No. 12863, Same vs. Pennsylvania; No. 13248, Hawthorne 
& Co., Ltd. vs. Delaware, Lackawanna & Western et al.; and No. 
12808, J. G. Brill Company vs. Philadelphia, Baltimore & Wash- 
ington et al. 

The complainants made no attack upon the demurrage rules 
or rates, or even upon the rules relating to ground storage, ac- 
cording to Mr. Cox’s report. They merely contended that under 
the conditions and facts in these cases, the assessment of car de- 
murrage rates was unreasonable, unjustly discriminatory and un- 
lawful. They said that, in the course of telephone conversations 
with agents of the carriers, they were informed that the material 
had been unloaded on the ground, that being the answer of the 
carrier agent when told to set the material on the ground. The 
complainants in Nos. 12478 and 13248 thought written notice, in 
such circumstances, was unnecessary. The defendants said they 
had no record of such a telephone conversation. 

The requirement of written notice as a condition precedent 
to the application of the much lower ground storage rates, the 
carriers said, was written into the rules because shippers com- 
plained that they had not requested such storage, if and when, 
as sometimes Rappened, the carriers placed freight upon the 
ground, so as to release their equipment, and that the ground 
storage rates were a concession to the shipper in his own interest, 
to be obtained by written request so as to save the carrier from 
the risk of unloading freight which would be ordered to a ship 
within a day or two after the arrival of the cars. 

“The duty of unloading carload freight or of furnishing or- 
ders for other disposition thereof after notice of arrival rests 
primarily upon the consignee,” said Commissioner Cox. “That 
duty was not discharged by consignees herein. The particular 
facts are that complainants had failed to comply with a specific 
requirement of the rule, and that defendants had themselves un- 
loaded the freight. The lower basis of charges was open to com- 
plainants whenever they cared to avail themselves of it through 
the simple expedient of sending the required notice.” 


STANDS BY ITS FINDING 


In a report on reargument on I. and S. No. 1365, Routing 
on Coal from Western Maryland Mines to Eastern Destinations, 
opinion No. 8000, 74 I. C. C. 127-8, the Commission has affirmed 
its original finding, 66 I. C. C. 103, that the Baltimore & Ohio, 
as respondent in the case, had not justified its proposal to cancel 
joint rates on coal from mines on the Western Maryland, the 
protestant, to eastern destinations over the protestant’s line, to 
Cherry Run, W. Va., and the Baltimore & Ohio beyond. In 
the original report the Commission said the cancellation of the 
route via Cherry Run would restrict the application of the joint 
rates to the route via Cumberland, leaving a combination in 
effect via Cherry Run. Cherry Run, the Commission said, was 
about 65 miles nearer the destinations in question. Cancella- 
tion of the Cherry Run route, the Commission said, would have 
had the effect of depriving the protestant of its long haul. 

“It was not shown,” said the Commission, “that the public 
interest would suffer by reason of the routing of traffic through 
Cherry Run, and in our original decision we applied the well- 
established principle that, in the absence of such a showing, if 
a carrier has traffic in its possession it should be allowed to 
handle it over its own line as far as it can.” 

Upon reargument the Commission said the respondent did 
not question the principle but urged that the facilities for inter- 
change of eastbound traffic at Cumberland were adequate and 
more practical than those at Cherry Run. The Commission said 
the facilities at the two points were considered before the first 
report was made. In respect of a point made by the respondent 
that the protestant delivered coal for interchange at both Cum- 
berland and Cherry Run, the Commission observed that because 
the protestant short-hauled itself as to some traffic was not 
reason for ordering it to short-haul itself with respect to other 
traffic. It said it found no sufficient reason for modifying its 
prior report. 


STILL A TAP LINE 


The application of the Natchez, Columbia & Mobile to be 
dismissed from the tap line case has been denied. The Com- 
mission, in a further hearing in I. and S. No. 11 (the original 
tap line case), opinion No. 7999, 74 I. C. C. 123-6, said there 
had been no such separation of the railroad from the shipping 
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proprietary interest as to warrant it releasing the applicant 
from the restraints put upon it by Supreme Court approved 


Commission decisions in the various phases of the tap line 
matter. 


Stockholders of the Denkmann Lumber Company are the 
stockholders in the common carrier company. Prior. to Janu- 
ary 1, 1915, the lumber property and the railroads were owned 
by stockholders in the Butterfield Lumber Company. Seventy- 
four per cent of the tonnage of the railroad, exclusive of logs, 
is that of the lumber company, the stockholders in which are 
also stockholders in the railroad company. Ninety-six or 98 


per cent of the tonnage of the road consists of forest products, 
the report says. 


“The petitioner is operated in all respects as a regular 
railroad,” says the report of the Commission. “The railroad is 
operated independently of the lumber company, and each has 
a distinct board of directors, although some of the executive 
and operating officials are jointly employed by the two com- 
panies. Separate offices are maintained. In fact, few, if any, 
of the conditions now exist on which our order naming peti- 
tioner a tap line was based, except that the stockholders of 
the principal shipper on the line, the Denkmann Lumber Com- 
pany, own the stock of the railway. Petitioner states that, if 
relieved from the tap line orders, it will be able to obtain larger 
divisions from its trunk line connections and will proceed to 
develop the territory served by it and improve the general serv- 
ice. It has been operating at a deficit, but we are not asked 
here to prescribe larger divisions.” 


The object of the proceeding was to obtain larger divisions. 
The carrier thought the way to go about that was to ask the 
Commission to remove it from its tap line classification, so that 
it could negotiate with its connections under the mandatory part 
of the transportation act requiring common carriers to establish 
just, reasonable and equitable divisions of joint rates. It pointed 
out that the transportation law requires the establishment of 
such divisions and, in case of failure of carriers to agree, pro- 
vides that the Commission shall prescribe them. While under 
the condemnation of the Commission’s decisions, the tap line 


is limited in its divisions to the mileage maxima established 
by the Commission. 


The Commission refused the issue the tap line seemed to 
be trying to make. It said question raised was not that of the 
reasonableness of the present divisions, but whether there had 
been such changes in the circumstances and conditions sur- 
rounding ownership, control and operation of the petitioner as 
would warrant it in finding that reasons no longer existed, in 
the public interest, for imposing limitations upon the divisions 


the tap line might receive out of joint interstate rates on lumber 
and forest products. 


In disposing of the question of release from the limitations 
of the tap line order, the Commission said it had granted re- 
leases only in such cases where it had appeared there had 
been complete and bona fide separation. The Commission did 
not question the accuracy of the statement that the railroad 
had been operating at a deficit, estimated by the carrier at 
$39,000 for the current year, exclusive of any return on a claimed 
investment of $575,348, suffered by a railroad 29.42 miles long 
serving a population estimated between 15,000 and 20,000 in a 
territory the Commission said was adapted for farming, dairy- 


ing, and fruit and truck growing, and serving three towns which 
were agency stations. 


The reason set forth in the report for not granting the 
relief sought in the form requested was that there had not been 


such a separation of interests as to square with the principles 
laid down in the tap line case. 


REFRIGERATION INCREASE ALLOWED 


With Commissioners Eastman and Cox dissenting, the Com- 
mission, in a report on further hearing in No. 10892, Railroad 
Commissioners, State of Florida, vs. Director-General, Aberdeen 
& Rockfish, et al., written by Commissioner Daniels, opinion No. 
8009, 74 I. C. C. 157-70, has modified its findings in the original 
report, 61 I. C. C., 438, so as to allow the carriers to increase the 
present refrigeration charges, established pursuant to that decis- 
ion, to the extent that they shall not exceed charges based on 85 
per cent of the cost-of-ice factor embraced in such charges in ef- 
fect at the time of the original decision. In the original decision, 
July 12, 1921, the Commission found that the charges on citrus 
fruit and vegetables, other than clery, were not unreasonable ex- 
cept to the extent of 20 per cent of the cost-of-ice factor embraced 
therein. The original decision made other exceptions, not dis- 
turbed by this later report, the cost-of-ice factor alone being 
changed by this later report. 

On consideration of the items entering into the cost-of-ice 
factor, the Commission in this report, came to the conclusion it 
had not allowed enough for that factor. In his report, Mr. 
Daniels called attention to the trend of the reports of inspectors 
for the Commission, toward a showing that the allowance for 
cost of new ice, for cars from Florida to New York, was about 
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$6.41 less than the cost. He also called attention to the fact that 
making allowance for the fact that old ice in the bunkers was net 
so valuable as new ice, and calculated that by making allowance 
for the amount of old ice used, the allowance for cost-of-ice item 
was about $5.62 per car less than it should be. 

While the instant report allows an increase only in the cost- 
of-ice factor, the whole question of how to calculate cost was be. 
fore the Commission. Mr. Daniels criticized the cost items ap- 
pearing in an exhibit for the carriers. He said the “ice cost” 
item was misleading, for the reason that the old ice remaining in 
the bunkers when iced initially for a shipper, was charged for 
at the going price of new ice. He said that whatever force there 
might be to the contention of the carriers with respect to their 
right to charge shippers for the old ice, the propriety of includ- 
ing the same as a “cost” to the carriers was at least doubtful, 
and, to the extent that such cost exceeded the fair value of the 
old ice to the shipper, was clearly improper. He said the same 
item also included transportation charges paid to the carriers by 
the Fruit Growers Express. He said that while it undoubtedly 
represented a cost to the Fruit Growers Express it was at least 
questionable whether the full tariff rates represented the actual 
cost to the owning carriers, for the service. Still further criticis- 
ing the cost items included in the exhibit, Mr. Daniels called at- 
tention to the fact that the railroads and the refrigerating com- 
pany supervised the perishable movement and included the cost 
thereof as a proper charge for both transportation and refrigera- 
tion. 

“No clear necessity appears for such duplication of work,” 
Commissioner Daniels said. He also called attention to the fact 
that, since the first report, many improvements had been made 
by the refrigerating company, resulting in the reduction in the 
cost of ice. He said indications pointed to a reduction in the 
cost of labor and materials used in connection with refrigeration. 

Commissioner Eastman, who wrote a dissenting report, called 
attention to the fact that the allowance for refrigeration on a car 
from Palmetto, Fla. to New York, permitted under the original 
report, was $77.50 per car, while the total of cost items claimed, 
amounted to only $73.88. He said he was convinced that if the 
Fruit Growers Express would handle the business as efficiently as 
it could be handled, and if it would obtain the lowest available 
prices for ice, it would be sufficiently compensated by the charges 
found reasonable in the original report, hence his dissent. 


LIMESTONE RESTRICTIONS 


In a report on I. and S. No. 1587, Limestone from Illinois 
Points to St. Louis via Missouri Pacific (mimeographed without 
page or opinion numbers), the Commission held as having been 
justified the proposed restricted application via East St. Louis, 
of the rate on limestone, from Krause and Columbia Quarry No. 
2, Ills., to St. Louis. It held the proposed cancellation of the 
like rate via Vulcan, Ills., in connection with the Missouri Pacific 
had not been justified but said the Mobile & Ohio, which had 
made the cancellation proposals, might file a tariff restricting the 
rate via Vulcan to destinations on the Missouri Pacific. 

The first restriction confines the rate in question to applica- 
tion, in St. Louis, to lines of the terminal. The restriction of the 
rate via Vulcan which the Commission will allow is intended to 
relieve the Mobile & Ohio from the present duty of protecting the 
rate, 63 cents, to points on the Missouri Pacific, on which the 
Missouri Pacific will not accept a division of 40 cents. The re- 
striction of the rate to St. Louis to points on the terminal will 
bring the offering on that rate within the limits of what was 
originally intended, that is, to the area where absorption of 
switching will be made so as to assure the originating line a 
revenue of $14 per car. 


PEA COAL REPARATION 


A holding of unreasonableness and an award of reparation 
have been made in No. 11778, Chicago-Springfield Coal Co. vs. 
Director-General and Illinois Central, opinion No. 8002, 74 I. C 
C. 131-2, as to the rate on eight carloads of bituminous pea coal, 
from Springfield to Dixon, Ill., in February and March, 1920. 
The Commission said the rate on the shipments in February was 
unreasonable to the extent it exceeded $1.365 per ton and that its 
jurisdiction did not extend over an intrastate rate beyond the 
period of federal control. Therefore, it made no ruling as to 
the shipments that moved in March or as to the future rate to 
be observed. 


BOX BOARD RATES 


Reparation has been awarded, to the basis of subsequently 
established rates, in No, 11179, Ohio Box Board Co. vs. Director- 
General and Erie, opinion No. 8001, 74 I. C. C. 129-30, on ship- 
ments of box board, from Rittman, O., to. Wadsworth, Akron and 
Ravenna, O., made between June 25, 1918, and April 15, 1919. 
The basis to which refunds are to be made is that established in 
Building and Roofing Paper and Paper Board Rates, 52 I. C. C. 
84, decided in December, 1918. The rates produced by that deci- 
sion were 6 cents to Wadsworth, 7 to Akron and 8 to Ravenna. 
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The Director-General charged 9 cents to each of the points men- 
tioned. 


LINSEED OIL INCREASES FORBIDDEN 


A finding of non-justification has been made in I. and S. 
No. 1642, Classification Exceptions on Linseed Oil from New 
York Lighterage Points to C. F. A. territory, opinion No. 8008, 
14 I. C. C. 155-6, as to the proposed cancellation, by the Dela- 
ware, Lackawanna & Western, of the commodity basis of rates on 
linseed oil, from New York Harbor lighterage free points to des- 
tinations in trunk line and central territories. The only justifi- 
cation for the cancellation, the Commission said, was that the 
Lackawanna desired to narrow the application of rates on linseed 
oil so as to effect a literal compliance with its decision in Mid- 
jand Linseed Products Co. vs. Director-General, 68 I. C. C. 522, 
the order in which became operative July 8, 1922. The com: 
pany, according to the Commission, applied the basis therein 
ordered to a wider area than required by a literal compliance 
with the order. The railroad, however, admitted, the report 
said, that the rates which were to be cancelled were in proper 





COTTON FROM OKLAHOMA 


Examiner John A. McQuillan has recommended the dis- 
missal of No. 13736, New Orleans Joint Traffic Bureau vs. Arcade 
& Attica Railroad Corporation et al., on a finding that the com- 
bination rail-and-water, and rail-water-and-rail rates on cotton, 
from Oklahoma points via the port of New Orleans, to destina- 
tions in eastern territory and the Dominion of Canada, are not 
unreasonable. The object of the complaint was to obtain 
through route and joint rates, instead of rates made by com- 
bination, using the combination from Anadarko to New York 
as the base from that part of Oklahoma, and the combination 
via Galveston, from Ardmore to New York, as the base, for 
making joint rates from that part of Oklahoma. The use of 
those bases would give joint rail-water-and-rail rates four cents 
under the all-rail, except where such methods would produce 
rates higher than the combinations on Galveston. As to such 
the proposal was to hold the Galveston combinations as max- 
ima. The New Orleans interests contended for an equalization 
of the ports. 


The complainant showed that on the basis of values of 
cotton, in the four years 1917-1920, the marine insurance cotton 
moving on the proposed rates would have amounted to about 
45 cents per 100 pounds, hence their suggestion of joint rates 
four cents less than the all-rail, instead of the full combinations, 
which, as the distance from the port increased became higher, 
while the all-rail rates became lower, owing to the shortening 
of the all-rail haul. 

In support of the propriety of the rates sought the com- 
plainant pointed to the fact that joint rates prevailed from 
Texas common-point territory through Galveston, and also via 
some of the lines through New Orleans. The joint rates from 
Texas points, the examiner said, were generally seven cents 
under the all-rail, and, generally speaking, were in line with 
the all-rail rates from Oklahoma points. 


Originating lines objected to the proposal on the ground 
that such short-hauling as would be forced by the joint rates 
would be unconstitutional, and that if paragraph 4 of section 15 
were construed in that way it would be unconstitutional, in so 
far as it allowed the short-hauling of an originating line, where 
one of the carriers in the proposed through route was a carrier 
by water. The examiner said that that contention might be 
disposed of in this case by saying it did not present the ques- 
tion of the opening up of a through route. A through route, he 
said, was already open, over which traffic could be shipped 
under through billing. He said the question was whether or 
hot a joint rate lower than the combination should be imposed 
upon it. The carriers contended the rail-and-water service was 
more expensive than the all-rail because of the handling required 
at the port. They pointed out that when cotton moves to the 
ports for export they obtain their full locals. 


The examiner said the evidence demonstrated that the pres- 
ent all-rail routes to the east were entirely sufficient to handle 
the traffic; that the service over them was expeditious and 
efficient; and that the rates over them were substantially on 
the basis claimed via New Orleans. He said the present local 
rates to New Orleans compared favorably with the general level 
of cotton rates in the southwest and that the rate of the boat 
line (Morgan Line) from New Orleans to New York, consider- 
Ing the general increases, was not as high as approved by 
the Commission, in Cotton from New Orleans, 49 I. C. C. 751. 
He said that if the joint rates requested were granted they 
would probably stimulate the movement of cotton through New 
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relation to those established in literal compliance. The Com- 
mission said the situation was fully treated in a companion case, 
Linseed Oil from Edgewater to C. F. A. points, 74 I. C. C. 158. 


SULPHURIC ACID REPARATION 


An award of reparation on account of an unreasonable rate 
has been made in No. 12684, Magnolia Petroleum Co. vs. Director- 
General, St. Louis Southwestern, opinion No. 8003, 74 I. C. C. 
133-4. The Commission held unreasonable a rate of 41.5 cents 
on sulphuric acid, from East St. Louis to Chaison, Tex., on 17 
carloads moving between August 29 and August 30, 1919, to the 
extent it exceeded 31.5 cents, the rate established February 25, 
1921. On acid from East St. Louis, Chaison was an exception to 
the Beaumont-Port Arthur group, while it was on the group basis 
from other acid origin points and on the group basis on 35 other 
commodities from East St. Louis. The complainant suggested 
the rate situation was caused by an oversight, but the railroad 
responsible did not admit that, but undertook to justify the 
higher rate by comparing it with rates for other hauls. 


Orleans, to the resulting benefit of that “already important cot- 
ton market.” But he said that in determining the question 
whether or not the establishment of joint rates should be re- 
quired, little, if any, consideration might be properly given to 
their effect on intermediate points, although important markets, 
as to do so would be inconsistent with the purpose of joint 
rates, which, he said, were intended to facilitate and stimulate 
the through movement from producer to consumer’s market. 
He said no appearance was entered on behalf of the producers 
of the traffic, nor was any competent evidence offered which 
indicated that the present adjustment of rates was unsatisfac- 
tory to Oklahoma producers or shippers. 

To compel the application of rates sought over such indirect 
and, as to many interior eastern destinations, circuitous and 
unnatural routes, the examiner said, would be to lay upon the 
railroads an unnecesary expense which would ultimately be 
against the interest of the public as a whole. 


GROUP BASIS RECOMMENDED 


In a report on No. 13158, Nelson Fuel Company et al. vs. 
Chesapeake & Ohio et al., Examiner John B. Keeler has recom- 
mended a finding that rates on coal, from mines on the Green- 
brier & Eastern, a short line connecting with the principal 
defendant, are unreasonable and unduly prejudicial to the ex- 
tent they exceed those from points in the New Rover district 
on the Chesapeake & Ohio. The Greenbrier & Eastern, a re- 
cently constructed short line, about 11 miles long, has been 
collecting its local rates from the complaining mines to the 
junction point, from which place the district rates have been 
applied by the Chesapeake & Ohio. The adoption of the report 
would have the effect of extending the New River rates to the 
mines on the short line. That road expressed a willingness to 
acquire whatever amount of equipment the Commission might 
deem necessary for it to do to properly equip the through route 
and joint rate arrangement. The examiner said the number 
of cars it should acquire could not be settled on this record. 
He said the trunk line and the Greenbrier should be able to 
work out the answer to that question on the basis of what the 
Commission said in the Sewell Valley case, 58 I. C. C. 261. 


WASTE PAPER LOADING 


Attorney-Examiner Charles F. Gerry has recommended the 
dismissal of No. 13854, Gerard Ragone & Son vs. Director-Gen- 
eral et al., on a finding that the claim for reparation on account 
of the complainant’s loading paper stock, in bales, in carloads, 
at pier stations in New York, was barred in respect of ship- 
ments during federal control, because the claim was not for 
refund of an overcharge. He said the Commission should hold 
the allegation that the cost of loading such shipments constituted 
overcharges in excess of the rates legally applicable, had not 
been sustained. 

This complaint grew out of the fact that the carriers, since 
January 1, 1917, have failed or refused to load paper stock de- 
livered to them at pier stations in New York Harbor, but have 
allowed or compelled the consignors of such freight to load at 
their own expense, varying, according to the tides, from $12 or 
$13 to $20 per carfloat. 

Gerry pointed out that an overcharge is something in addi- 
tion to the legally published rate, while in this case the allega- 
tion was that because the carriers had not done all they offered 
to do, under the rates the complainants paid, the complainants 
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were put to an expense they would have avoided had the rail- 
roads done their duty. He said that did not constitute an over- 
charge. There being no overcharge, the claim was barred for 
not having been brought within the period set by the statute. 
Gerry frankly said the carriers did not render full service, but 
that from no tariff could it be determined what portion of the 
legally applicable rates compensated the carriers for loading. 
He said the complainants were not trying to recover that portion 
of the rates which might be allocated to the loading, if that 
were possible of ascertainment, but of the amounts they had 
spent for the loading. Those amounts, he said, were not paid to 
the defendants, but to others, wherefore there could be no over- 
charge by the defendants. 

Gerry said that whether the loading service was of benefit 
to the complainant or whether the defendants’ permitting the 
complainants to perform it was an extension of a privilege pro- 
hibited by section 6, was a question not involved in the case. 
The part of section 6 the examiner had In mind was that which 
says a railroad shall not refund or remit, in any manner, or by 
any device, any part of a rate, fare or charge, “nor extend to 
any shipper or person any privileges or facilities’ except such 
“as are specified in such tariffs” as the section requires the car- 
riers to file. 


UNDUE PREJUDICE FINDING 


A finding of undue prejudice and an order requiring its re- 
moval have been recommended by Examiner Henry B. Armes, in 
a report on No. 13738, State of Idaho, ex rel. Public Utilities 
Commission of the State of Idaho vs. Oregon Short Line et al., 
as to rates on fresh fruits from points on the Boise Valley Trac- 
tion Co., to destinations in Montana, California and Arizona. He 
said the rates on the traffic mentioned should be held unduly 
prejudicial to the extent they exceeded those from the junction 
point of the Oregon Short Line and the traction company, to the 
same destinations. 

The complaint was against carload commodity rates (except 
fresh fruits to points in states other than California, Arizona and 
Montana) as unjust, unreasonable and unduly prejudicial to the 
extent they exceeded the junction point rates. Armes said the 
finding should be limited to fresh fruits and that the Commission 
should hold the commodity rates, with that exception, had not 
been shown to be unreasonable. The complainant contended the 
Commission’s decision in Hurst vs. Boise Valley Traction Co., 51 
I. C. C. 697, supported its contentions in this case. Armes pointed 
out that relief in that case was limited to rates on fresh fruits, 
although the allegation in that, as in this case, ran against all 
the commodity rates, with the exception mentioned. 


CORE SAND RATE 


The Commission has been advised, by Attorney-Examiner 
Charles F. Gerry, to dismiss No. 13814, Barnes Foundry Co. vs. 
Director-General, on a finding that the sixth class rate imposed 
on core-molding sand, from McConnellsville, N. Y., to Jersey 
City, during federal control, was not unreasonable. The sixth 
class rate was 20 cents. After several shipments had moved, 
the Director-General, at the solicitation of the complainant, pub- 
lished a 15-cent rate, effective October 28, 1919, to which basis 
the complainant desired reparation. 


REPARATION ON COKE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Warren H. Wagner, in 
a report on No. 13763, Edward E. Marshall vs. Pennsylvania 
et al., as to rates on coke, from Elkhorn, W. Va., to Harrisburg, 
Pa., since May 22, 1920. Wagner, who said the railroads offered 
no evidence, said the Commission should hold the rates un- 
reasonable to the extent they exceeded $4.70 before August 26, 
1920, and $6.58 thereafter until July 1, 1922; and that the pres- 
ent rates are not unreasonable. 





RATE ON IMPORTED KAPOK 


(xaminer Warren H. Wagner, in a report on No. 13817, 
Bernstein Manufacturing Co. vs. Director-General, said the Com- 
mission should hold unreasonable a rate of $2.815, on imported 
kapok, from San Francisco to Philadelphia, to the extent it 


exceeded $1.875, and that reparation to that basis should be 
awarded. 


REPARATION ON WHEAT 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner C, I. Kephart, in a report 
on No. 13596, Pacific Grain Co. vs. Oregon-Washington Railroad 
& Navigation Co. et al., as to a rate of 63.5 cents applied on 
four carloads of wheat shipped in January and February, 1920, 
from Dayton, Wash., to Cedar Rapids, Ia. He said the Commis- 
sion should hold the rate unreasonable to the extent it exceeded 
one of 56 cents, applicable to Chicago, the more distant point. 
Prior to October 30, 1919, the tariffs carried a provision making 
the lower rate to Chicago applicable at intermediate points, but 
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on that day the provision about intermediate application was 
eliminated. However, the tariffs continue to provide for’ the 
application of the lower rate, under rule 77, of Tariff. Circular 


18-A, hence the proposed holding of unreasonableness and an 
award of reparation. 


NEW HAVEN VALUATION REPORT 


The Commission this week made public its tentative valuation 
report on the properties of the New York, New Haven and Hart- 
ford Railroad Company and affiliated lines as of June 30, 1915. 
It stated the final value as follows: Wholly owned and used, 
$260,869,342; owned but not used, $3,251,800; used but not owned, 
$121,927,724; grand total owned, $264,121,142; grand total used, 
$382,797,066. 

The report stated that from date of incorporation to date of 
valuation the carrier had issued or assumed capital securities to 
the amount of $498,085,860, of which $124,224,510 have been re- 
tired, leaving outstanding on date of valuation, $373,861,350. 

“The securities outstanding,” the report stated, ‘“‘consist of 
$157,117,900 capital stock, and $216,743,450 funded debt. The 
carrier issued short-term notes to an amount of $381,428,418.88, 
of which $351,289,418.88 have been retired, leaving $30,139,000 
outstanding on date of valuation.” 


The investment in road and equipment, including land, on 
date of valuation, was stated on the carrier’s books to be $195,- 
505,834.72. The report stated that if certain readjustments were 
made, the amount would be reduced to $193,417,165.71, of which 
$65,641,400 represented par value of securities, and $2,832,046.96 
the book value of securities surrendered, the value of which at 
the time of the entry on the books could not be ascertained. 


The cost of. reproduction new and cost of reproduction less 
depreciation of all common-carrier property, other than land, 
owned or used by the carrier, including the carrier‘s and lessor’s 
portions of jointly owned minor facitities, were stated as follows: 
Wholly owned and used, new, $241,426,782; less depreciation, 
$184,528,858; owned but not used, new, $3,474,760; less deprecia- 
tion, $2,999,940; used but not owned, new, $97,409,302; less de- 
preciation, $79,230,225; grand total owned, new, $244,901,542; less 
depreciation, $187,528,798; grand total used, new, $338,836,084; 
less depreciation, $263,759,083. 


The area and present value of carrier lands, owned and used, 
owned but not used, and used but not owned, were stated as fol- 
lows: Wholly owned and used, 20,054.96 acres, $53,434,241.05; 
owned but not used, 684.92 acres, $122,080.30; used but not owned, 
10,977.74 acres, $39,250,993.99; grand total owned, 20,739.88 acres, 
$53,556,321.35; grand total used, 31,032.70 acres, $92.685,235.04. 


The mileage classified by ownership and use was shown as 
follows: Wholly owned and used, first main track, 1,215.067; 
second and other main tracks, 577.816; yard tracks and sidings, 
811.457; all tracks, 2,604.34; owned but not used, first main track, 
35.16; second and other main tracks, 33.403; yard tracks and 
sidings, 22.152; all tracks, 90.715; used but not owned, first main 
track, 751.158; second and other main tracks, 430.900; yard tracks 
and sidings, 618.802; all tracks, 1800.860. 


The report also covers in detail the leased properties of the 
Old Colony Railroad Company; Boston & Providence Railroad 
Corporation of Massachusetts; Boston & Providence Railroad 
Corporation of Rhode Island; Providence, Warren & Bristol Rail- 
road Company; Harlem River & Port Chester Railroad Company; 
Holyoke & Westfield Railroad Company; Providence & Worcester 
Railroad Company; Chatham Railroad Company, and Norwich & 
Worcester Railroad Company. 


VALUATION REPORTS 


In a tentative valuation report of the properties of the 
Georgia Railroad (lessee organization) and The Georgia Rail- 
road and Banking Company as of June 30, 1916, the Commission 
has found final value as follows: Wholly owned and used, $1,520,- 
936; used but not owned, $16,001,040; total used, $17,521,976. 
The Commission said the carrier had outstanding on date of 
valuation $2,813,987 in long-term debt, of which $1,787,416.84 was 
funded debt and $1,026,571.08 non-negotiable debt to affiliated 
companies. 


In a tentative valuation of the property of the Nevada County 
Narrow Gauge Railroad Company as of June 30, 1916, the Com- 
mission has found final value of $609,270. The carrier had out- 
standing on date of valuation $426,200 par value of capital stock 


and funded debt, consisting of $250,200 in capital stock and 
$176,000 in funded debt. 


REIMBURSEMENT OF DEFICIT 


The Commission has certified to the Secretary of the Treas- 
ury that $48,632.15 is payable to the Sterling Mountain Railway 
Company under section 204 of the transportation act. 

The Commission has certified to’the Secretary of the Treas- 
ury that $121,916 is due the Verde Tunnel & Smelter Railroad 
Company in reimbursement of its deficit during federal control. 


De 


I 


—_ “as 7m i Mee ot 


oe as ee 





~ es © 


we 


We 


anPpe mee 


a a?) 


ers 


December 2, 1922 


S. P.-C. P. CONTROL CASE 


The Trafic World Washington Bureau 


H. A. Scandrett, commerce counsel of the Union Pacific, 
cross-examined Mr. Spence, director of traffic of the Southern 
Pacific, at the afternoon session of November 23, in the hearing 
on the Southern Pacific-Central Pacific case. In reply to ques- 
tions the witness said that while the Southern Pacific was under 
Union Pacific control the agents were supposed to solicit busi- 
ness through the gateway which yielded the longest haul to the 
system lines, but that after the unmerger he had substituted for 
that plan a definite geographical line which he had described in 
his original statement, south of which Southern Pacific agents 
were instructed to solicit preferentially via the southern route 
and north of which for the Ogden route. 

In other words, he said, the Southern Pacific undertook to 
use the route by which it could most successfully get its share 
of the business. He admitted that under this policy the Southern 
Pacific tried to get freight from Cincinnati via the southern 
route, although the distance was somewhat longer than via 
Ogden, but he said the company regarded the Ogden route as an 
indispensable route by which to solicit business as against the 
Santa Fe and other lines. 

“And the Union Pacific is indebted to our organization for 
a * car via Ogden when we could not get it the other way,” 
said he. 

Mr. Scandrett inquired whether an independent Central Pa- 
cific would view the Cincinnati traffic in the same way as the 
Southern Pacific did—that is, as available for both routes—and 
Mr. Spence said it would not. 

“Does the Southern Pacific compete against itself?” asked 
Mr. Scandrett. f 

Mr. Spence replied that he thought a railroad having a long 
—" way and a short haul another way could compete against 
itself. 

“But the Sunset-Gulf route is competing against the Ogden 
route all the time, is it not?” asked Mr. Scandrett. 

“I would not say so today,’ replied Mr. Spence. “Neither 
route is getting much. The canal competition now has three 
times the force it had when this case was submitted to the court. 
The canal has taken nearly all the business.” 

Mr. Spence denied the Southern Pacific made rates over the 
Sunset-Gulf route to take business away from the Ogden route, 
asserting that the rates were made lower over the former route 
for the sole purpose of meeting the canal competition. 


Mr. Wood had the witness repeat the testimony showing 
that the traffic which went via El Paso which might have gone 
via Ogden had dwindled to less than 83,000 tons a year, and that 
the same policy of solicitation had put 316,000 tons of freight 
over the Central Pacific which would not have moved that way 
if the Southern Pacific had not solicited it. 


Commissioner Potter inquired how much tonnage the South- 
ern Pacific would lose if the line from Ogden to San Francisco 
were alone taken from the Southern Pacific. The witness said 
he had made no estimates along that line. 


The whole of the morning session of November 24 was de- 
voted to the cross-examination of F. L. Burckhalter, assistant 
general manager for the Southern Pacific by H. W. Clark, gen- 
eral counsel for the Union Pacific. Mr. Clark went minutely 
into practically every division of the Central and Southern Pa- 
cific to ask Mr. Burckhalter about the physical operation with a 
view to showing that separation of the Southern Pacific and the 
Central Pacific would not cause such a disruption of the routes 
and channels of traffic as had been alleged by the Southern Pa- 
cific in its petition for permission to make a legal lease and a 
legal purchase of the stock, to replace the illegal lease and 
stock holding resulting from the decision of the Supreme Court 
in the anti-trust suit. Mr. Bureckhalter was requested to cross 
hatch the parts of the Southern Pacific-Central Pacific system on 
the map submitted by the Southern Pacific, so the Commission 
would have the map so marked before it when it came to con- 
sider the case, to which the cross-examination had been directed. 

The witness admitted it would be physically possible to 
operate the properties jointly, if they were separated, but in- 
sisted that joint operation under two managements would not be 
as satisfactory as joint operation of the two railroads under one 
Management. He contended each party in the joint operation 
would have to provide itself with equipment necessary for use 
on the parts of the systems jointly used, where there is now 
only one set of equipment and one set of employes. 

H. W. Prickett, of Salt Lake City, speaking for the Cham- 
bers of Commerce of Salt Lake City and Provo, Utah, said Utah 
interests made a careful survey of the situation before reaching 
the conclusion that they would favor retention by the Southern 
Pacific of the Central Pacific. 

“It is our belief that the ultimate disposition of the Central 
Pacific is of greater importance to the public interest of Utah 
than it is either to the Southern Pacific or the Union Pacific,” 
said he. 

Results that would follow the immediate divorcement of the 
Central Pacific from the Southern Pacific were given as follows 
by Mr, Prickett: 
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1. Their separation would as to traffic moving between points in 
Utah and Southern Pacific Railroad proper points, necessarily involve 
a two-line movement in lieu of one as at present, thereby resulting 
in increased transportation costs and very logically followed by in- 
creased transportation rates, all of which would be otherwise than 
beneficial to the public interest. 

2. Their separation would undoubtedly result in restricting the 
marketing area of Utah products, because of a two-line haul involved 
in their movement in reaching Southern Pacific railroad proper points 
in California, and further because the Southern Pacific proper in self- 
interest would undoubtedly endeavor to displace the Utah products 
with the same products produced in California, or elsewhere upon 
which it could enjoy the full or a longer haul. 

3. Their separation would undoubtedly eliminate any possibility 
of carriers competing one with the other in passenger and freight 
traffic hauled between Utah and Portland, Oregon, and between Utah 
and Los Angeles, California. Such a competitive condition has 
existed in passenger traffic between southern California and Utah; 
now exists on lumber traffic from Portland, Oregon, and Utah; and 
on orange traffic from southern California to Utah and an application 
has been filed by the Southern Pacific with the Commission, asking 
for authority to depart from the fourth section and allow it to handle 
all classes of traffic between Portland and Utah, and between Los 
Angeles and Utah, at the same rates as are applicable via the more 
direct lines, namely, lines comprising the Union Pacific system. 

4. Such separation would result in disruption of existing routes 
and channels of trade and commerce and in.a confusion of transpor- 
tation service that would be anything but beneficial to the public 
interest. 

5. Such separation would result in making the Central Pacific 
largely dependent upon the Union Pacific as an eastern connection 
over which to transport tonnage moving from California and Nevada 
to the east and from the east to California and Nevada. The Union 
Pacific would then be in position to squeeze the Central Pacific in the 
matter of divisions in rates, a situation sometimes otherwise than in 
public interest. 

6. These properties in California are so interwoven and inter- 
related that a separation thereof would result in a great incon- 
ae to and increased transportation burdens upon the shipping 
public. 

7. Their separation would undoubtedly result in the necessity 
of the Central Pacific Railway’s purchasing additional equipment with 
which to operate properly its line, involving a needless expenditure 
of millions of dollars, all of which the public would be required to pay. 

8. Their separation would require (a) the maintenance of the 
separate official organization to conduct the business affairs of the 
Central Pacific Company, (b) the establishment of additional terminals 
at various points in California, (c) the establishment of soliciting 
agencies throughout the United States, and (d) a general increase in 
transportation costs, all of which would be a needless increased 
transportation burden upon the shipping public. 

9. If the Commission should, by its action, approve of such 
separation pending the promulgation of its general grouping plan, 
such action would be in direct conflict with the intent of the pro- 
visions of section 5 of the act dealing with the power conferred upon 
the Commission by Congress as to the general plan of grouping rail- 
roads. It is believed that the intent of Congress, in its desire to 
group the railroads of the .country into a limited number of systems, 
was to bring about a reduction in transportation costs in the way 
of eliminating duplication of terminal facilities, general office forces, 
and operating expenses in general. The opposite would be the result 
of a separation of these lines pending the promulgation of the Com- 
mission’s general grouping plan. 

10. If the Central Pacific is divorced from the Southern Pacific, 
interests that may purchase the Central Pacific stock may not be 
agreeable to having that line grouped by the Commission with the 
Southern Pacific in its general grouping plan; 

Therefore, by denial of the Southern Pacific petition herein the 
Commission would, under existing statutes foreclose its opportunity 
to require a grouping of the Central Pacific with the Southern Pacific 
under its general grouping plan as is. proposed in its tentative plan 
and notwithstanding such grouping may be in. the public interest. 

11. If the Central Pacific is divorced from the Southern Pacific, 
financial interests favorable to the Union Pacific might secure con- 
trol of the stock of the Central Pacific, and the Union Pacific then 
be in position to dictate the policy of the Central Pacific. Such a 
condition would be very undesirable from the standpoint of the public 
interest of the state of Utah. I must assume that it is the desire of 
the Union Pacific to, if possible, secure control of the Central Pacific, 
because I was recently so advised by a vice-president of the Union 
Pacific. This assumption is confirmed by voluminous newspaper 
advertising in Utah, newspaper carried on by the Union Pacific in- 
dicating that such is its desire, and also by printed _.pamphlets 
distributed throughout Salt Lake City and elsewhere in Utah. 


Mr. Prickett was cross-examined at length by Mr. Scandrett. 

R. H. Swayne, of San Francisco, a witness for the com- 
mittee against dismemberment, who is engaged in the lumber 
and fruit packing industries, said California shippers could not 
see what possible good could come from’ an unmerger of the 
properties. In response to questions by counsel for the Union 
Pacific, the witness said he was suspicious of the proposed dis- 
memberment as an agency of increased railroad competition in 
California. 

Other witnesses who appeared in support of the petition of 
the Southern Pacific were W. W. Armstrong, banker of Salt 
Lake City; F. A. Summers, grain warehouseman of San Fran- 
cisco; George S. Kelley, banker and lumberman of Portland, 
Ore.; Charles K. Spaulding, lumberman, of Salem, Ore.; W. L. 
Thompson, banker, of Portland, Ore.; W. W. Calkins, banker, of 
Yugene, Ore. 

The Oregon witnesses urged that the interests of the state 
needed two strong competing systems and said they believed 
they would get better service from the present unified service of 
the Southern Pacific and Central Pacific than if the Central 
Pacific were independent or controlled by the Union Pacific. 

The Shippers’ Committee Against Dismemberment of the 
Southern Pacific-Central Pacific System issued the following 
statement by members of the Nevada delegation at the hearing, 
which is in favor of the merger: 


It is manifest that the development of Nevada relies to a large 
degree on the stability and progressiveness of its transportation 
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agencies. If the carriers now serving us should be weakened it 
simply means that the state will receive a severe setback from which 
it will take years to recover. We fear that the use of the Central 
Pacific will be lessened should it be severed from the Southern Pacific, 
and there is good basis for our fear. 

has been shown by the testimony of qualified witnesses that 
the Central Pacific now handles a large portion of traffic originating 
on lines of the Southern Pacific proper in California and Oregon. 
Should the Central Pacific be taken away from the Southern Pacific 
and turned over to the Union Pacific, which is the only logical line 
to then control same, the California traffic originating on the Southern 
Pacific would be naturally diverted through the El Paso gateway and 
if we are to judge from past performance of the Union Pacific, a 
large tonnage of Oregon traffic now traversing the state of Nevada 
would never touch its borders, but would go through Portland, Oregon, 
and Granger, Wyoming. 

It has also been shown that 75 per cent of the tonnage handled 
by the present unified system finds both its origin and destination 
west of Ogden and El Paso. It is therefore proper and highly neces- 
sary that the shippers and other interested individuals, officials and 
organizations in the far western states awaken to the danger that 


confronts them, and not permit this thing to pass through lack of 
interest. 


It is our sincere belief that the separation of these interdependent 
and complementary railroads would result in loss of efficiency, addi- 
tional investments to give no better service than is now received by 
our western states, and the imposition of artificial barriers between 
Nevada and its present sources of supply and marketing area. 

It is apparent that the stimulation to our development which 
would be afforded through the broadgauging of the line through from 
Hazen to Mojave, California, can only be realized through the reten- 
tion of the Central Pacific by the Southern Pacific. 

These and other considerations brought out at the hearing cause 
us to admonish the people of our state not to countenance for a 
moment any thought of relinquishing their interest in the preserva- 
tion of existing transportation conditions. ; 


Representative Mondell, of Wyoming, appeared November 
27 to protest against the application of the Southern Pacific. He 
said in view of the Supreme Court’s decision there should be no 
question as to the necessity and the wisdom from every view- 
point of law and public interest, of having the Southern Pacific 
and the Central Pacific completely severed and separated not 
only in ownership but in management and operation. 

After pointing out the fact that the Union Pacific served 
Wyoming, Mr. Mondell said unfriendly management of the Cen- 
tral Pacific might easily create a situation in which the Union 
Pacific would lose a large part of its present tonnage and 
business. 

“On the other hand,” said he, “with the Central Pacific under 
management and control singly and whole-heartedly favorable 
to the utilization and development of the transcontinental sys- 
tem, of which it was intended to be and is a part, the service 
now rendered in and to Wyoming would be extended, enlarged 
and improved.” 

Mr. Mondell said he could not impress on the Commission 
too earnestly the importance to Wyoming of a management of 
the Central Pacific line from Ogden to San Francisco wholly 
and whole-heartedly favorable to the development of the trans- 
continental system, of which it was intended to be and of which 
in the interest of the people of the United States it must be a 
part. He said he had no quarrel with the Southern Pacific sys- 
tem, but that in the nature of the case the Southern Pacific or 
those primarily interested in the Southern Pacific lines could 
not give such management and operation of the Central Pacific 
as he said was necessary. 


J. F. Shaughnessy, chairman of the Nevada public service 
commission, read a long statement in support of the Southern 
Pacifie’s petition. He said he had been instructed by the Gover- 
nor of Nevada to make vigorous protest against dissolution of 
the Southern Pacific-Central Pacific system. It was brought 
out that some interests in Nevada, however, favor separation of 
the systems. 


George E. Erb, president of the Idaho public utilities com- 
mission, and C. L. Draper, chairman of the Wyoming public serv- 
ice commission, testified in favor of separation of the properties. 

A small part of the case that is expected to be made against 
the Southern Pacific’s continued control of the Central Pacific 
was put into the record November 27 under the guidance of 
Frederick Athern, attorney for the Union Pacific. He called to 
the witness stand J. H. Ford, a sand, gravel and crushed rock 
shipper of San Francisco, and J. M. Kempner, a real estate man 
from the same city. They opposed continuance of control on 
the theory that the Southern Pacific is interested in routing 
traffic through the southern gateway and not over the direct 
route through the Ogden gateway and that the interests of Cali- 
fornia would be better served if the Central Pacific were freed 
from control of the Southern Pacific. The witnesses were called 
out of the regular order so as to enable them to be freed from 
attendance at the hearing to attend to their business. 

They were followed by more witnesses for the control of 
the Central by the Southern Pacific, who traversed some of 
the ground that had theretofore been covered, more or less fully, 
by other witnesses. The witnesses were Mortimer Fleishacker, 
a banker, and president, at one time, of the San Francisco 
Chamber of Commerce; Richard Saxe, chief engineer for the 
California commission, which favors continued Southern Pacific 
control; Jerry Sheehan, Winnemucca, Nev., and representative 
at that point of the War Finance Corporation; W. B. Pitt, Love- 
lock, Nev.; Frank Manson, general manager for the Western 
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Ore Purchasing Company; and Robert Hesson, mayor of Elko, 
Nev. 

Two witnesses strongly of the opinion that the separation of 
the Central Pacific and Southern Pacific should take place anq 
the Union Pacific should be permitted to acquire the Centra] 
Pacific, were put on the stand November 28, although the genera] 
presentation of the Union Pacific side of the controversy had not 
been made and the Southern Pacific was supposed to have contro| 
of the time in behalf of its application. The witnesses were C. f, 
Childe, traffic man for the Omaha Chamber of Commerce, speaking 
also for the Nebraska commission, and Dr. C. J. Smith, of Port. 
land, Ore., speaking for the Inland Empire Shippers League. Mr, 
Childe was unqualifiedly for the creation of a line from the Mis. 
souri river to the Pacific coast, composed of the Union Pacific 
and Central Pacific. Dr. Smith was not so plainly in favor of 
what the Union Pacific is supposed to desire, his fundamenta] 
proposition being that the Central Pacific should be made an 
independent line, at least as the first step toward a grouping with 
the Union Pacific or Hill lines. 

“We do not believe this route (via Ogden) can be kept free, 
uninterrupted and continuous, if its western link from Ogden to 
the Pacific coast is under control of the Southern Pacific” said 
Mr. Childe. “We understand the Southern Pacific asks, in this 
proceeding, for temporary control lasting only until the Com. 
mission may authorize a permanent consolidation of the carriers 
of the country into a limited number of systems. It is plain, 
however, that what the Southern Pacific seeks is a permanent 
acquisition of the property and disruption of the continuous and 
uninterrupted route from the Missouri to the Pacific. 

“The Commission’s tentative plan of consolidation contemp- 
lates that the Rock Island and the Southern Pacific shall be 
mergered into a single system and if such consolidation takes 
place the principal and preferred route of the Southern Pacific 
between the east and the west will be through the El Paso gate. 
way and the principal interest of the carrier would be in trans- 
portation between Chicago and the east through its southern 
route rather than in the development of commerce between 
Omaha and Nebraska points and the Pacific coast. The Southern 
Pacific, either under the proposed plan of consolidation, or as it 
is now constituted, is primarily interested in the development of 
commerce over its long line through the El Paso gateway, and 
in connection with its steamers operating from New York and 
its rail connections on the gulf of Mexico, rather than in building 
up commerce between the Missouri river territory and the middle 
west and the Pacific coast.” 

The witness said the interest of the middle west was in the 
upbuilding of its manufacturing enterprises to the end that the 
farmers would have markets nearer at hand for their grain, while 
the interest of the Southern Pacific would be to build up the Pa- 
cific coast territory. Development of manufacturers in the mid- 
dle west, he said, would help the farmers who were complaining 
bitterly because of the low prices on what they have to sell and 
the high prices they have to pay for what they buy. Increasing 
the volume of manufactures in that part of the country, he said, 
would help not only the farmers but also the railroads. Develop- 
ment of the middle west, he said, would not be the primary in- 
terest of the Southern Pacific, while it would be the interest of 
the Union Pacific. 

Dr. Smith, a shipper of live stock and lumber, had no fears 
of joint operation of railroads such as would have to take place 
at some points, if the Southern and Central Pacific roads were 
separated. He said much mileage in the northwest was operated 
jointly and seemed to be a feasible way for disposing of the ques- 
tions raised by the Southern Pacific. He said Oregon was much 
interested in getting a trans-state line through the southern part. 
Mr. Wood, attorney for the Southern Pacific, asked him about the 
plans Oregonians have submitted on that subject, to the Commis- 
sion, in a formal complaint asking the Commission to require the 
building of indicated mileage. Mr. Wood asked Dr. Smith ques- 
tions the answers to which showed, as Wood suggested, that the 
proposed new mileage would be from the stub end of a Union 
Pacific line to a connection with the Central Pacific which latter, 
according to Dr. Smith, should be made either independent or 
linked with either the Union Pacific or Hill lines. 

Warren H. McBride, of the California & Hawaiian Sugar 
Refineries, Frank G. Whipple, a shipper of large tonnages of 
natural ice, and Harvey Sanborn, a rate man and commerce 
counsel, all of San Francisco, opposed the unmerging of the Cen- 
tral Pacific and the Southern Pacific, at the afternoon session 
of November 28. Mr. McBride spoke for the industries in 
Contra Costa county, a part of the industrial district of San 
Francisco, which he thought was the largest industrial county 
in the country. He said the industries had grown up around 
a unified Central Pacific and Southern Pacific and that it would 
be injurious to their interests to separate them. 

Mr, Sanborn said that by converting a one-line into a two0- 
line haul the expense to the shippers would be increased 
In addition there would be delays to carload and less-than-cal- 
load freight, with damage to the last mentioned kind of freight 
growing out of the transfer from one line to another. He had 
no doubt about a two-line rate generally being higher than a 
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one-line rate, citing the fact that he had just recently lost a 
case before the California commission in which he tried to con- 
yince that body that that should’not be so. He also remarked 
that the federal Commission, in the making of rates, allowed 
more for multiple-line hauls than for single-line hauls. 

Testimony in opposition to the separation of the Central 
Pacific and Southern Pacific, and in favor of the Southern Pa- 
cific’s application for permission to retain the Central Pacific 
was given November 29 by Mr. Sanborn, who continued from 
the preceding day; J. A. Keller, traffic manager for the Pacific 
Portland Cement Company, speaking also for the Coast Rock 
and Gravel Company; H. E. Van Horn, traffic manager for the 
California Packing Corporation; Alden Anderson, in behalf of 
the California Fruit Growers’ Exchange; Perry Small, for the 
Central California Creameries, and M. S. West, for the Chamber 
of Commerce of Klamath Falls, Ore. 

Each man told why the separation would be hurtful to the 
interest represented by him, chief of which were the delays 
by reason of the necessity for interchange between independent 
lines no matter what disposition might be made of the Central 
Pacific if separation was determined upon, and the moral cer- 
tainty of an increase in rates if the Central Pacific were left 
alone, or united to some other corporation, because so much of 
the traffic now handled by the united Southern Pacific and 
Central Pacific is from a branch line to a point not far away 
on a main line. Much of the business of the Southern and 
Central Pacific railroads, they indicated, was done west of the 
mountains on hauls too short to warrant a belief that the joint 
rates Over two roads could be kept as low as they are now, with 
the hauls over the rails of but a single system. 


REVENUE FREIGHT LOADING 


The railroads loaded 969,094 cars of revenue freight in the 
week ended November 18, an increase of 15,185 cars over the 
preceding week, according to the weekly report of the car serv- 
ice division of the American Railway Association. The loading 
in the preceding week was depressed on account of the ob- 
servance of Election Day. The loading of the week ended 
November 18, however, was below that of the week ended No- 
vember 4, when the total was 994,827 cars. It exceeded, how- 
ever, the loadings of the corresponding weeks of 1921 and 1920 
of 790,363 and 889,138 cars, respectively. 

The loading by districts in the week ended November 18 
and in the corresponding week of 1921 was as follows: 

Eastern district: Grain and grain products, 12,440 and 
9,045; live stock, 4,231 and 4,054; coal, 67,561 and 48,182; coke, 
2517 and 1,809; forest products, 5,903 and 4,330; ore, 4,412 and 
2,078; merchandise, L. C. L., 64,662 and 63,969; miscellaneous, 
a and 69,450; total, 1922, 253,343; 1921, 202,912; 1920, 209,- 


Allegheny district: Grain and grain products, 3,725 and 
2,372; live stock, 3,868 and 3,498; coal, 58,178 and 47,183; coke, 
5,948 and 2,891; forest products, 3,607 and 2,928; ore, 7,767 and 
3,373; merchandise, L. C. L., 46,881 and 47,520; miscellaneous, 
a. and 53,366; total, 1922, 204,151; 1921, 163,931; 1920, 188,- 

Pocahontas district: Grain and grain products, 254 and 
212; live stock, 120 and 181; coal, 18,498 and 20,781; coke, 577 
and 168; forest products, 1,601 and 1,275; ore, 100 and 3; 
merchandise, L. C. L., 5,594 and 5,656; miscellaneous, 3,765 and 
3115; total, 1922, 30,509; 1921, 31,391; 1920, 32,135. 

Southern district: Grain and grain products, 3,849 and 
2,951; live stock, 2,506 and 1,820; coal, 23,887 and 20,395; coke, 
1306 and 543; forest products, 21,085 and 16,763; ore, 1,267 
and 479; merchandise, L. C. L., 38,502 and 38,065; miscellaneous, 
_ and 36,545; total, 1922, 186,214; 1921, 117,561; 1920, 128,- 


Northwestern district: Grain and grain products, 16,658 
and 10,194; live stock, 11,411 and 9,378; coal, 10,224 and 8,758; 
coke, 1,640 and 810; forest products, 15,233 and 11,444; ore, 
16,495 and 877; merchandise, L. C. L., 26,653 and 27,136; mis- 
cellaneous, 36,003 and 28,334; total, 1922, 134,317; 1921, 96,926; 
1920, 128,759. 

Central Western district: Grain and grain products, 13,121 
and 9,588; live stock, 15,142 and 12,488; coal, 21,471 and 18,240; 
coke, 272 and 138; forest products, 6,733 and 6,570; ore, 2,186 
and 757; merchandise, L. C. L., 30,972 and 31,082; miscellaneous, 
- and 37,849; total, 1922, 142,769; 1921, 116,892; 1920, 134,- 


Southwestern district: Grain and grain products, 5,157 and 
3479; live stock, 3,457 and 2,878; coal, 5,705 and 3,919; coke, 171 
and 105; forest products, 7,241 and 7,165; ore, 553 and 773; mer- 
chandise, L. C. L., 15,658 and 15,879; miscellaneous, 29,849 and 
26,552; total, 1922, 67,791; 1921, 60,750; 1920, 68,711. 

Total, all districts: Grain and grain products, 55,204 
and 37,841; live stock, 40,735 and 34,292; coal, 205,024 and 
168,438; coke, 12,481 and 6,464; forest products, 61,403 and 
50,475; ore, 32,780 and 8,335; merchandise, L. C. L., 228,922 and 
229,307; miscellaneous, 332,595 and 255,211; total, 1922, 969,094; 
1921, 790,363; 1920, 889,138. : 
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ASSIGNED CAR HEARING 


The Trafic World Washington Bureau 


Mine operators interested in having the assigned car rule, 
regardless of car ownership, and therefore not in sympathy with 
the position taken by the National Coal Association, took the 
stand Nov. 23 for examination by J. W. Carmalt, their attorney, in 
the assigned car rule hearing. Their position was the same as 
that of the witnesses for the railroads. T. K. Maher, for the 
Maher Colliery Co., of Cleveland; L. B. Bryden, of Grafton, W. 
Va., and F. W. Braggins, Columbus, O., for the Lorain Coal and 
Dock Company, said the assigned car contract was essential for 
the fueling of the railroads, and the operation of mines devoted 
to the production of railroad fuel so as to assure a continuous 
supply. 

Mr. Braggins was subjected to cross examination at con- 
siderable length about contracts with the Baltimore & Ohio and 
Big Four; the proposal respecting a contract giving preference to 
railroad fuel; and contracts in general. Commissioner Aitchison 
showed an interest in the preferential contract suggestion to the 
extent of quizzing Mr. Braggins as to why it would not be pos- 
sible to provide, in all contracts for commercial coal, that, in 
time of shortage, preference should be given to the requirements 
of the railroads. He suggested that, in time of shortage the mine 
operators did not appear to be worried over the possibility of 
having to disregard the contracts they had made for supplying 
commercial coal. 

“Hasn’t it seemed to be the position of the coal industry 
that it will disregard its commercial contracts, if the Commission 
will find a way for them to do so that is, that it will supply the 
public utilities and other consumers of that class, if they can 
be relieved of their contracts?” asked Mr. Aitchison. 

The witness assented to that but he was not willing to fol- 
low the conclusion of the Commissioner, for argumentative pur- 
poses, at least, that it would be just as easy for the operators to 
make a reservation in favor of railroads, utilities, and other es- 
sential users in the contracts so holders of contracts would know 
the conditions they would have to face if and when shortage of 
cars came. The witness said he did not think industries would 
make contracts of that kind. He said it was the custom to make 
contracts without mention of the possibility of the contracts 
being set aside by public authority. Mine operators, he said, 
considered themselves bound by their contracts to make pro rata 
distribution of their commercial coal. Contracts for railroad fuel 
are filled from one mine so commercial users have no interest in 
what is done at a mine devoted to the production of railroad fuel. 

Railroad fuel contracts, Mr. Braggins said, were sought by 
his company as°’a*matter of policy, so as to have a balanced 
business. It sought to sell so much of its coal for steam pur- 
poses, so much for lake trade, so much for railroad fuel and 
so much for domestic use. He said the mine operators deemed 
themselves bound by their engagements. 

“But do not operators, in time of car shortage, come to the 
Commission to be relieved of their contracts, to break them?” 
asked Commissioner Aitchison. The witness thought so but said 
his company had not done so. 


The railroads by means of cross-examination of Stanley C. 
Higgins, traffic manager for the New River Operators’ Associa- 
tion, brought out that considerable of the information he laid 
before the Commission in his direct testimony was not his per- 
sonal knowledge but such as he had obtained from the members 
of the association, and therefore open to the objection of hear- 
say. Mr. Higgins, however, said what he had brought to the at- 
tention of the Commission in the matter of preferred service 
for the operators owning their own cars could be substantiated 
by those having personal acquaintance with the facts so that 
the allegations of fact that such operators were given preferred 
service could be fully supported. His point was that under the 
assigned car rule facilities and equipment of the railroads were 
used in such a way as to absorb them and not give those depend- 
ing upon unassigned cars for the handling of their production 
less than their proper share. . 

J. A. Paisley, president of the Valley Camp Coal Company, 
an operator furnishing railroad fuel, strongly supported the as- 
signed car rule. He said that in calculating the prices at which 
coal could be sold to the railroads, operators furnishing railroad 
fuel had to proceed upon the assumption of a full car supply, 
and in no other way could the railroads economically provide 
themselves with fuel. He suggested that all mines were not 
equipped to produce railroad fuel, so the preferential contract 
system would not work, unless the mines not so equipped would 
go to the expense of providing equipment needed for the pro- 
duction of graded coal such as the Pennsylvania and the Balti- 
more & Ohio required the operators, with whom they have con- 
tracts, to produce. 


The mine rating rules’ part of what is known ag the as- 
signed car case began coming before Commissioner Aitchison 
when Jonas Waffle, secretary of the Indiana Coal Trade Bureau, 
offered a set of rules for mine rating and car distribution con- 
stituting the so-called round-robin system. That system, the 
witness said, was in use in Indiana. The rules were prepared 
by him during a period of car shortage and were based on the 
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proposition that if a mine can be given a full supply of cars 
on one day, it will be better off than if given a partial supply 
on two days. Therefore, to give every mine in a distributive 
district an equal opportunity to run full time, the round robin 
system was devised. Under it certain mines run on certain 
days with a full car supply, while other mines are completely 
idle. Then the mines that were idle while the first mentioned 
mines were operating are given a full car supply for an equal 
number of days. In that way if the car supply is only enough 
to assure complete operation for three days in a week, the 
mines in the district are each given a full supply for the three 
days on which they may elect to operate, instead of part supply 
on six days. 

He was not advocating, he said, the extension of the system 
to all districts, but merely placing before the Commission the 
fact that in Indiana the system had worked to the satisfaction 
of the operators because it assured each mine an equal number 
of days for full operation. 

John W. Davin, assistant to the general superintendent of 
the Chesapeake & Ohio, in charge of car distribution and mine 
rating, explained the system in use on that railroad. Eighty-five 
per cent of the mines on that railroad are non-union. The hour 
of work basis cannot be used there, because, unlike the union 
mines, the non-union mines have no definite day and much nigh’ 
work is done. Therefore the Chesapeake & Ohio has rules, the 
witness said, based on physical equipment of the mine, natural 
conditions and labor supply. 

Each of the tests mentioned, the witness asserted, was a 
factor limiting the committee of railroad men making the mine 
ratings in arriving at the rating that should be given the ap- 
plicant mine. As a result of questioning, he came near admit- 
ting that the factor constituting the greatest limitation on the 
capacity of the mine established the rating. He did not, how- 
ever, admit that that factor established it. He said the com- 
. mittee considered every fact developed in the reports made to 
it by the operators in coming to a conclusion. 

Davin said mine ratings could not be made during car short- 
ages. Therefore performances when the car supply was less 
than fifty per cent of the potential capacity of the district were 
disregarded. In other words, a fifty per cent car supply was 
regarded as the lowest possible estimate of what constituted a 
normal car supply. No mine, he said, should be rated when the 
supply was less than fifty per cent. 

Commissioner Aitchison observed that the questionnaire put 
out by the Chesapeake & Ohio rating committee seemed to call 
for complete information, but that in the end the rating of a 
mine seemed not unlike placing a value upon a railroad or 
public utility, with the men having in mind all the time Smythe 
vs. Ames and the declaration of the court that it was not saying 
all the factors enumerated by it constituted all the factors that 
should be considered. 

Assenting to that, the witness said it would not be possible 
to make one rule for application at one mine all the time. He 
said that in practice the members of the rating committee some- 
times found themselves in disagreement as to what the rating 
of a mine should be. 

“And you settle the question on the basis of give and take,” 
suggested Commissioner Aitchison. 

“We do not give and take,” answered the witness with 
a show of heat. ‘We go back over the ground again and again 
until we come to an agreement as to what the rating should be.” 

Attorney Curry wanted to know why it would not be a good 
thing to have a joint committee of all the railroads serving a 
district. The witness thought that that would be a good thing. 

“Why not a joint committee of railroads and operators, with 


appeal, in case of necessity, to the Interstate Commerce Com- 
mission?” asked Mr. Aitchison. 


W. S. Bronson, attorney for the railroads, and the witness 


heartily agreed to that suggestion as the best that had been 
made. 


“It would be the finest thing imaginable,” said Bronson. 


“But it is just a suggestion,” said the commissioner, who 
appeared to have been taken by surprise by the heartiness with 
which it was received. Bronson and Davin favored publicity 
about mine ratings, so that each operator could know what 
rating had been given his competitors and why. Davin said 
his rules for mine rating would fit in with any kind of rules for 
the distribution of cars, CS-31 (revised), round-robin or idle 
hour rules. He said the Chesapeake & Ohio rules were based 
on production, while the CS-31 (revised) rules were based on 
past performances in the way of shipments. 

Stanley C. Higgins, speaking for S. A. Scott, vice-president 
of the White Oak Coal Company, submitted rating rules, with 
which were combined some car distribution rules, providing for 
the distribution of cars on a weekly instead of a daily rating. 
The object of the rules was to provide a method whereby a 
mine could ask for cars to enable it to change its pace without 
being penalized. That is to say, so that it would not have to 
take, each day, the number of cars to which it was entitled, but 
could say that on one day it would take cars equal to double the 
number it would be entitled to receive under the daily rating 
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plan, while on another day it could elect to receive no cars at 
all. The only limitation would be that in no week would it be 
entitled to order more cars than its share for that week. In 
other words, <:e cumulative period would be only one week. 
The rules proposed were based on equipment of the mine, work- 
ing conditions and labor supply. 

The application of the rules proposed by Mr. Higgins was 
broadened so as to govern “the rating of coal mines (other 
than anthracite) loading at mine tipples located on this railroad, 
or customarily dependent upon it for car supply.” The new 
matter in the application is that relating to mines customarily 
dependent upon the initial railroad for their car supply. In other 
words, the rating rules would apply to mines on short lines 
which might be owned by the same interest as owned the short 
line. 

Eugene McAuliffe presented mine rating rules in use on the 
St. Louis-San Francisco, and presumably devised by him while 
he was connected with that railroad, based wholly on the ratio 
of cars billed to cars ordered, the rating to be made either 
by the railroad superintendent or some other railroad official 
designated for that purpose, with power in the mine operator 
to say what his initial rating should be, as measured in cars 
to be furnished for loading by him. McAuliffe said that under 
that system each mine would be almost automatically rated 
by its own efficiency of operation, because when a mine fell 
below the average of efficiency in the distributive district, the 
superintendent, interested in promoting the efficient use of equip- 
ment, would have to cut its rating. In the same way, a mine 
that for a considerable period was above the average in loading 
would show that it could load a larger number of cars and en- 
titled to a higher rating. 


McAuliffe, in an earlier appearance on the stand, said the 
rules for mine rating and car distribution could be printed on 
one side of a sheet of paper of tariff publication size, thereby 
inviting scornful remarks from those whose rules constituted 
pamphlets of a size discouraging to all except the most diligent 
students of such matters. When he resumed the stand on the 
mine rating phase of the subject he produced a single sheet 
of the size used in tariffs. The type and margins, however, 
were not in accordance with the rules governing the size and 
style of tariffs. He succeeeded in showing, however, that the 
code could be shortened materially. 


Commissioner Aitchison, near the end of the session of No- 
vember 25, started a move to bring the railroads and mine op- 
erators into another conference on assigned car and mine rating 
rules with a view to having them agree on something that could 
be presented to the Commission as the views of the parties 
most interested, for its guidance. He indicated that while the 
Commission would have to sift the testimony thus far given in 
the formal case, it would be helpful if the two parties would 
make another effort to get together. He called attention to 
the fact that before the hearing they came close together on 
everything other than the assigned car rule and:a few points in 
the mine-rating matter. Therefore, he. said, in the light of tes- 
timony thus far taken it would be worth while for them to 
consider the advisabilty of another across-the-table effort. 

To the commissioner it seemed progress had been made 


during the hearings and that one thing seemed certain. That 
was that it seemed easy to frame a fair rule which would not 
be workable, or a workable rule that would not be fair to every- 
body. No one, he said, appeared to have been able to hit upon 
a rule that would be both fair and workable. But that was no 
reason, as he saw it, why further efforts should not be made. 


These suggestions were made in view of the fact that the 
adjournment of this section of the hearings would have to be 
taken in two or three days and that then would come three or 
four weeks during which what had been said could be consid- 
ered. He said the Commission would be greatly pleased to 
receive any kind of a suggestion that would expedite the matter, 
even to the extent of taking apart the consolidated case and 
letting that pertaining to assigned cars go on its own and like- 
wise the part of the case pertaining to the mine-rating rule. 

Among the seeming facts brought to the attention of the 
mine operators and the railroad men was that the Commission 
had not the power to prescribe mine-rating rules unless and 
until it had come to the conclusion that rules prescribed by 
the carriers or a carrier were unreasonable. He suggested that 
it was not certain that uniformity with regard to mine rating 
was possible or even desirable, thereby suggesting the widest 
possible opportunity for discussion and negotiations between the 
two sides, which, according to the commissioner’s view, have 
the same interest to serve. 

Whether the suggestion was made because Daniel Willard 
had asked for a talk with some of the mine operators, or wholly 
independent of that move, did not appear. It seemed obvious, 
however, that to the commissioner in charge, the case had cov- 
ered such a wide range of words at least, that simplification, in 
the interest of a clarification of the. things really in issue, was 
desirable. 

Prior to the commissioner’s talk with the parties to the 
hearing, which was informal and off the record, Thomas H. 
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Watkins, president of the Pennsylvania Coal & Coke Corpora- 
tion, discussed the assigned and private car phase of the sub- 
ject in terms similar to that used by other witnesses in opposi- 
tion to a continuance of the practices respecting such cars. 

W. S. Lovell of Birmingham, Ala., asked for the rating of 
stock piles, so that in time of car shortage the owners of ac- 
cumulations of coal might obtain equipment in which to move 
what they had put into storage while the demand for coal was 
not sufficient to take up the entire production of the mines. 

Three members of the United States Coal Commission, 
former Vice-President Thomas R. Marshall, Samuel Alschuler 
and George Otis Smith, sat with Commissioner Aitchison in the 
assigned car case, November 27, to hear what coal operators 
and railroad men might have to say about the troubles of the 


_ industry into which they are to inquire, in compliance with the 


law authorizing the President to appoint a fact finding commis- 
sion. Mr. Marshall took an active part in asking questions when 
E. M. Posten, Columbus, O., speaking for the New York Coal 
Company, with mines in the New River field and in the field 
near Cambridge, O., said much of the trouble of the industry 
was attributable to the assigned car. 

The witness said the unequal distribution of cars, caused, 
as he thought, by the assigned car, was the chief factor in the 
unequal distribution of cars and the unequal employment of 
miners. He said the trouble was due entirely to the lack of 
vision by the operators and the railroad men. If the latter 
realized, he said, the trouble caused by the assigned car, they 
would never employ it. He said his remarks about the troubles 
caused by the assigned car did not mean that a railroad should 
distribute its orders for coal among all the mines in a district, 
as Messrs. Marshall and Aitchison, by their questions, seemed 
to show they thought it did. He said all the mines in a given 
district would not be prepared to take contracts for railroad 
fuel, but that the railroads should undertake to distribute their 
orders among the mines prepared to furnish railroad fuel so 
as to give miners equality of opportunity to work. If they 
did not, he said, the miners would insist upon having a five-day 
week and a six-hour day, “from bank to bank.” 

The assigned car and mine-rating rules’ case has been ad- 
journed to December 13. As the matter now stands, the ad- 
journed hearing will go right along on the mine-rating rules’ 
phase of the matter. It is not impossible, however, that the 
assigned car and the mine-rating rules’ cases, consolidated for 
the purpose of hearing, will be separated with a view to ex- 
pediting the assigned car case. There was some informal dis- 
cussion of the matter at the last day of hearing, but Commis- 
sioner Aitchison pointed out that he had not done anything other 
than suggest that the men concerned in the case talk among 
themselves as to the possibility of shortening the matter, even 
to the extent of having the two phases separated again, if they 
should come to the conclusion that that would make for expedi- 
tion. 

John Callahan, completing his work as traffic manager for 
the National Coal Association, presented the changes in CS-31 
recommended by the association, so as to make a code of mine- 
rating rules and car distribution except assigned cars for na- 
tional application. 

D. E. Spangler, general superintendent of transportation for 
the Norfolk & Western, presented the history of the rules em- 
ployed by that road prior to the war period, in the rating of 
mines and the distribution of cars. They were displaced by 
CS-31, which code the road is not as well satisfied with as with 
the code it worked up for its own guidance. That prior method 
provided for rating and distribution through the work of a com- 
mitte or commision, not unlike the fundamental idea employed 
by the Chesapeake & Ohio, which operated under many of the 
conditions also found on the Norfolk & Western. 


COAL PRODUCTION REPORT 


“Bituminous coal production last week (November 13-18) 
was 11,213,000 tons as against 10,147,000 tons in the week pre- 
ceding,” the Geological Survey said in its current coal report. 
“Early returns for the present week (November 20-25) indicate 
that 11,000,000 tons will be raised. Both bituminous coal and 
anthracite output in the week ended November 18 were at high 
rates, and the total coal raised, 13,404,000 net tons, was the high- 
est weekly output since the strike and was exceeded this year 
Only in the week ended March 25, when the total outturn was 
13,548,000 net tons.” 

The report in part follows: 


The movement of coal across the Hudson River into eastern New 
York and New England increased to 3,289 cars of bituminous coal 
and 3,582 cars of anthracite in the week ended November 18. In 
addition, 215 cars of soft coal and 35 cars of anthracite were for- 
warded through Rouses Point. The total all-rail shipments of 
bituminous coal during 1922 to date are now 21 per cent behind, 
whereas the anthracite shipments are 72 per cent greater than during 
the corresponding period in 1921. 

_ The movement of bituminous coal from Lake Erie ports increased 
slightly in the week ended November 19. Reports from the Ore and 
Coal Exchange show that 1,042,792 tons were dumped. Of the total 
ee 1,003,621 tons were cargo coal and 39,171 tons were vessel 
uel, 


Cumulative dumpings of cargo coal during the present season to 
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date stand at 16,839,249 tons, of which 15,718,082 tons went to regular 
lake territory, and_1,221,167 tons went to destinations not ordinarily 
taking lake coal. In comparison with the three years preceding, the 


quantity of cargo coal dumped in 1922 is about 22 per cent less than 
the average for those years. 


According to reports courteously supplied by the Collector of 
Customs at Buffalo, 106,300 tons of anthracite were forwarded through 


that port in the week ended November 21, consigned to points on lakes 
Superior and Michigan. 


Owing to delay in transmission of one of the regular weekly 
reports from Hampton Roads, it is impossible to give a complete 
statement of shipments from that port during the week ended Novem- 
ber 18. Total dumpings over the two piers from which reports were 
received increased about 40 per cent. 


COAL LOADING 


More cars were loaded with bituminous coal the week which 
ended November 25 than in any week since April 1, when the 
miners’ strike began, according to reports received by the car 
service division of the American Railway Association. Loading 
for the week totaled 199,624 cars. This exceeded by 343 the 
preceding week, which had marked the peak. Loading of an- 
thracite coal during the week totaled 39,185 cars, 367 under the 
previous week. 

On the basis of coal loadings, production of bituminous coal 
during the week apvroximated 10,979,300 tons, while anthracite 
production was approximately 1,959,200 tons, or a total for both 
of approximately 12,938,500 tons. 

During the 12 weeks’ period from Sentember 1 to November 
25, inclusive, the railroads transported to Lake Erie ports and 
dumped 12,697,000 tons of coal consigned for shipment by water 
to upper lake points. This is an average of more than 1,000,000 
tons a week. 

Under the program originally agreed on, the railroads were 
to transport and dump at lake ports 1,000,000 tons per week from 
September 1 until the close of navigation, which would mean the 
transportation of approximately 11,000,000 tons. This amount 
has now been exceeded by nearly 1,700,000 tons, while on last 
Monday there were approximately 600,000 additional tons of coal 
either already at lake ports ready to be dumped or in transit 
and within 48 hours of those ports. 


FUEL DISTRIBUTION NEARS END 


The Trafic World Washington Bureau 


At the request of President: Harding and the desire of Sec- 
retary Hoover, C. E. Spéns, vice-president of the Burlington, 
November 24, consented to extend his time for serving as Fuel 
Distributor to January 1. He called at the White House to 
remind the President that his term of sixty days’ service would 
soon expire, and to advise him he was putting his affairs in 
shape to return to Chicago. The President said that, while he 
did not like to ask the Burlington to make a further sacrifice, 
he felt he should ask Mr. Spens to stay until January in the 
belief that by then he could issue his proclamation declaring the 
emergency caused by the strikes at an end and thereby auto- 
matically relieve Mr. Spens. 

Before going to the White House Mr. Spens revoked his 
order, as of December 1, requiring soft coal operators to report 
daily their loadings, prices obtained for coal, and destinations 
to which they had shipped. The reports were required so as 
to enable the Fuel Distributor to judge whether unreasonable 
prices were charged. The large production of soft coal, it was 
felt by Mr. Spens, made the charging of unreasonable prices out 
of the question; hence the revocation of the order. 

“After a survey of the present coal situation in Pennsyl- 
vania, New Jersey and New York, it is apparent that, although 
there is sufficient coal in the United States, there is a definite 
and continuing shortage of domestic sizes of anthracite,” Federal 
Fuel Distributor C. E. Spens said this week. “It will not be 
humanly possible to make up during this winter the shortage 
in these sizes, which will amount to approximately 40 per cent. 

“The available sizes of domestic, as well as those of all 
other anthracite sizes, have been allocated to the various states 
in proportion to their normal consumption, and every effort 
is being made for equitable distribution along this line. Should 
one state seize any of the coal allocated to any of the neighbor- 
ing states, the latter will be short just so much coal, and the 
effect. might be far-reaching. For instance, if New York state 
should seize coal intended for the Great Lakes districts, it is 
conceivable that New Jersey would feel free to seize coal pass- 
ing through that state to New York and that citizens of Penn- 
sylvania might also feel free to seize the product of their own 
state rather than have it go into New York, New Jersey or 
elsewhere. 

“Where a community seizes coal intended for another com- 
munity in the same state, the one community benefits tempo- 
rarily at the expense of the other, but is liable to reprisal. In 
other words, the burden is general, and attempts at taking the 
law into one’s own hands will only tend toward chaos and 
shortage all around. 

“The answer to all of this is—for every consumer to provide 
himself with a sufficient amount of such substitutes as steam 
sizes of anthracite, bituminous coal, coke and wood. There is 
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an ample supply of steam sizes, by which is meant pea, buck- 
wheat, etc., and there is a sufficient supply of bituminous coal. 

“On Tuesday, November 28, there were 1,138 cars of steam 
sizes of anthracite at Hudson River terminals awaiting orders 
from New York. The failure of domestic consumers there to 
avail themselves of these substitutes leaves many householders 
with insufficient coal and holds all of these cars idle when they 
are greatly needed. 

“It is a comparatively simple matter for people to learn 
how to supplement domestic sizes of anthracite with the smaller 


sizes, and there is no restriction on the amount that can be. 


purchased and stored; unfortunately, no way has yet been dis- 
covered to produce the domestic sizes of anthracite without 
also producing high percentages of steam sizes.” 


CAR SURPLUS AND SHORTAGE 


The average daily shortage of freight cars in the period 
November 8-15 was 158,236 as compared with 174,498 in the 
period November 1-8, a decrease of 16,262 cars, according to the 
report of the car service division of the American Railway Asso- 
ciation. The average daily surplus was 4,945 as against 4,990 
in the preceding period. 

The shortage was made up as follows: Box, 80,366; ven- 
tilated box, 226; auto and furniture, 1,931; total box, 82,523; flat, 
7,706; gondola, 24,871; hopper, 17,956; all coal, 42,827; coke, 
270; S. D. stock, 15,353; D. D. stock, 501; refrigerator, 8,519; 
miscellaneous, 537; total, 158,236. 

The surplus was made up as follows: Box, 639; ventilated 
box, 6; auto and furniture, 24; total box, 669; flat, 498; gondola, 
776; hopper, 1,310; all coal, 2,086; S. D. stock, 212; D. D. stock, 
29; refrigerator, 115; tank, 261; miscellaneous, 1,075; total, 4,945. 


OPERATING STATISTICS 


Net ton-miles totaled 34,271,000,000 in September as against 
30,864,000,000 in September, 1921, and 262,016,000,000 in the nine 
months ended with September as against 253,282,000,000 in the 
same period of 1921, according to statistics compiled by the 
bureau of statistics of the Commission from 163 reports of freight 
statistics representing 179 roads and from 161 reports of passen- 
ger statistics representing 177 roads. 

Loaded car-miles totaled 1,257,287,000 in September as against 
1,138,117,000 in September, 1921, and 9,945,840,000 in the nine 
months as against 9,120,470,000 in the same period of 1921. Empty 
car-miles totaled 513,062,000 in September as against 608,073,000 
in September, 1921, and 4,918,645,000 in the nine months as 
against 5,394,488,000 in the same period of 1921. 

The per cent of unserviceable locomotives was 29.9 in Sep- 
tember as against 23.5 in the same month of 1921, and 25 in the 
nine months as against 24.1 in the same period of 1921. 

The per cent of unserviceable freight cars was 12.6 in Sep- 
tember as against 15.5 in September, 1921, and 13.7. in the nine 
months as against 12.9 in the same period of 1921. 

Car-miles per car-day averaged 24.1 in September as against 
23.8 in September, 1921, and 22.5 in the nine months as against 
21.9 in the same period of 1921. 

Net ton-miles per car-day averaged 466 in September as 
against 421 in September, 1921, and 397 in the nine months as 
against 383 in the same period of 1921. 

Net ton per loaded car averaged 27.3 in September as against 
27.1 in September, 1921, and 26.3 in the nine months as against 
27.8 in the same period of 1921. 

Net tons of coal consumed in September in freight road serv- 
ice totaled 6,304,876 as against 5,706,281 in September, 1921, and 
51,536,194 in the nine months as against 50,950,803 in the same 
period of 1921. 

Passenger train-miles totaled 42,593,000 in September as 
against 44,917,000 in September, 1921, and 398,481,000 in the nine 
months as against 410,344,000 in the same period of 1921. 

Coal consumption in passenger road service totaled 2,419,539 
net tons in September as against 2,418,686 in September, 1921, and 
22,207,530 in the nine months as against 22,976,952 in the same 
period of 1921. 


LUMBER SHIPMENTS 


“A summary of telegraphic reports from eight regional 
associations of softwood lumber manufacturers published by the 
National Lumber Manufacturers’ Association indicates an ap- 
proach to a balanced status in the lumber industry,” the associa- 
tion says. “While production still declines in response to the 
pressure of many weeks of restricted shipments resulting from 
transportation deficiencies, and shipments are now falling off 
seasonally, orders show a slight increase. The result is that 
for the week ending November 18, orders are 96 per cent of 
production and shipments 81 per cent. As between the South 
and the Pacific Coast the transportation situation seems to have 
been reversed of late. Although southern shippers were in 
desperate straits for cars a month ago, southern pine shipments 
are now 94 per cent and new business 105 per cent of production, 
whereas the mills reporting to the West Coast Lumberman’s 
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Association, shipped only 66 per cent of production last week, 
although orders were 94 per cent of production. For the five 
associations with an established normal production for the week, 
it being 225,793,623 feet, production was 94 per cent, shipments 
78 per cent and orders 89 per cent of the normal cut. 

“The North Carolina Pine Association reports that labor is 
searce, that the car supply is considerably better than it was, 
that stocks are very much broken and are not being accmulated 
by the mills. 

“The California White and Sugar Pine Association reports 
the labor supply adequate, but the car shortage as acute; heavy 
snow in the mountains has stopped logging in several camps 
and a number of mills are closed in consequence. Stocks are 
generally short there and the demand is principally for building 
and factory lumber. 


“As compared with the corresponding week last year, the 


past week shows very large increases in production and orders 
and a substantial gain in shipments. The figures for the past 


week, the same period last year and the preceding week are 
as follows: 


Same week Preceding 

Past week 1921 week 

(398 mills.) (409 mills.) (356 mills.) 

PINE, oo iiivcvacenewievasess 223,206,532 175,689,544 233,165,734 
AES Ee 181,467,074 165,224,305 199,373,435 
MINNIE Sick un biee See Volvhew savas 214,964,639 152,924,119 213,370,038 


ADDITIONS TO ROLLING STOCK 


The railroads of the United States from January 1 to No- 
vember 1 this year had 47,802 more new cars, either ordered 
and under construction or installed in actual service, than during 
the entire year of 1921, according to reports received from 
carriers by the car service division of the American Railway 
Association. 

The railroads have installed or had on order during the 
first 10 months of this year a total of 117,238 freight cars of 
various kinds. During the year 1921 a total of 69,436 was 
ordered or installed in service. 

Of the total number installed or on order 50,196 were box 
cars of various designs, of which, up to November 1 this year, 
19,352 had actually been installed since January 1 last, while 
orders existed for 30,844 additional. During the entire year of 
1921, 21,543 box cars were ordered and actually installed. 

Reports also showed that the various railroad companies 
have ordered or have already installed 49,383 coal cars. During 
the first 10 months this year, 26,812 were actually installed in 
service, while 22,571 additional were under orders. Reports 
showed that 30,698 new coal cars were either placed in service 
or were ordered during 1921. 

There were also 10,730 new railroad-owned refrigerator cars 
installed or ordered from January 1 to November 1 this year, 
compared with 9,355 during the past year. 

Reports also showed an increase of 716 in the number of 
locomotives installed or on order during the past 10 months 
this year, compared with the entire year of 1921. Locomotives 
installed up to November 1 totaled 866, while orders have been 
placed by the railroads of the country for 1,232, making a total 
of locomotives installed or on order of 2,098. During 1921 the 
total number installed or ordered was 1,382. 


CONDITION OF CARS 


Freight cars in need of repair on the railroads of the coun- 
try totaled 235,660 on November 15, or 10.4 per cent of the 
cars on line, according to the car service division of the Ameri- 
can Railway Association. This is the smallest number in need 
of repair since February 15, 1921, and was a reduction of 14,300 
since November 1 this year, at which time there were 249,960, or 
11 per cent. , 

Since July 1 last, the date on which the shopmen’s strike 
began, there has been a reduction of 88,923 in the number of 
cars in need of repairs, the total on that date having been 324,- 
583, or 14.3 per cent, of the cars on line. On November 15 last 
year, the number in need of repairs totaled 333,616 cars, or 14.4 
per cent. 

Of the total number in need of repairs on November 15 
last, 187,596 were in need of heavy repairs, which was a re 
duction of 11,073 since the first of the month. Reports also 


showed 48,064 in need of light repairs, a reduction of 3,227 within 
the same period. 


OCTOBER OPERATING INCOME 


The Association of Railway Executives has issued the fol- 
lowing on October earnings: 


Incomplete reports filed by_the carriers with the Interstate Com- 
merce Commission show that 102 class one railroads, having a total 
mileage of 137,506 miles, had a net operating income in October of 
$51,761,300. This compares with $65,543,900 for the same roads in 
October last year. 

Operating revenues for the 102 roads totaled $332,952,900, an 
increase of 1.8 per cent above those for the same roads in October last 
year, while operating expenses amounted to $261,070,300, an increase 
of 7.6 per cent above the same month in 1921. : 

Fifty-three roads in the eastern district, representing a total mile- 
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age of 46,362 miles, had a net operating income in October of $23,579,- 
900, compared with $30,565,500 for those roads in October last year. 
The operating revenues for those roads totaled $177,942,400, an increase 
of 4.3 per cent above one year ago, while their operating expenses 
oe gee $144,317,100, or an increase of 10.8 per cent above October 
last year. 

Reports also showed that 23 class one railroads in the southern 
district, having a total mileage of 28,342 miles, had a net operating 
income in October this year of $10,553,600, compared with $9,159,200 in 
October last year. Their operating revenues in October this year 
totaled $54,904,700, an increase of 2.8 per cent above one year ago, 
while operating expenses totaled $41,152,600, a decrease of three-tenths 
of one per cent under those of October, 1921. 

Reports from 26 carriers in the western district, having a_ total 
mileage of 62,802 miles, gave their net operating income as $17,627,800, 
compared with $25,819,200 during the same month last year. The 
operating revenues for those roads totaled $100,105,800, a decrease of 
three per cent under October last year, while their operating expenses 


amounted to $75,600,500, an increase of 6.5 per cent over October one 
year ago. 


FRUIT AND VEGETABLE SHIPMENTS 


“Shipments of leading fruits and vegetables decreased 
slightly, but filled 12,204 cars,” the Bureau of Agricultural Eco- 
nomics said in its weekly market review of fruits and vegetables 
for the week ended November 25. “Heaviest increases were 
in boxed apples and sweet potatoes. All gains, however, were 
offset by the lighter movement of apples from barrel areas, 
grapes and cabbage. The week’s shipments were more than 
twice as heavy as the movement of the corresponding period a 
year ago.” 


. wee totals from the weekly summary of carlot shipments 
ollow: 


Totals for week and season are regularly subject to revision be- 
cause of the receipt of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Tuesday, November 28, 1922. 


Week Week Pre- Total Total 
Nov. Nov. vious this last 
19-25 20-26 week season season Total 
inc., this inc., last this to Nov. to Nov. last 
season season. season. 25,ine. 26,ine. season. 
Boxed apples— 
.. ae 2610 1204 2359 24762* 42023 56313 
Barreled apples— 
i, 1423 373 1840* 42894* 24416 32138 
Cabbage— 
:) | eee 486 462 682 31727* 24950 31000 
Cauliflower— 
MMT kateenes os 80 90 64 681* 1216 4335 
Celery— ; 
er 486 139 519* 9526* 8125 11640 
Grapes— 
IY acta hS-snlene 985 63 1218 52473* 37089 37203 
Lettuce (old crop)— 
eee 129 88 154* 21765* 18211* 18300 
Lettuce (new crop)— 
California. ..... 176 222 248 811 1231 10285 
(Begins Oct. 1) 
PIOMGG,. 0 cviecdce 7 21 81 9 2791 
(Nov.1-Apr.30) 
Mixed vegetables— 
Cee 248 241 337 17870* 14668 15565* 
Onions— ; 
i, ae 422 151 390* 21149* 16002 20777 
Pears— 
MME. Liewerviccesne cst 72 13 105 19104* 12623 12822 
Spinach— 
i. 98 92 102 589* 240 4654 
Sweet potatoes— : 
_ aes 683 356 612* 11342* 10341 19278* 
Tomatoes— 
: | ee 36 25 26086* 17102 17204 


38 
. Summary White Potatoes, 
Leading sections, 


late crop ...... 3976 2230 3964 74928 89898 











185369 

Other sections, 
late crop:...... 234 188 285 24501 18097 20324 
Early crop ...... 0 0 0 40754 32445 32558 
cs ee 4210 2418 4249* 140183* 140440 238251" 


*Includes all delayed and corrected reports received to date. 


RECONDITIONING OF SHIPS 


The Trafic World Washington Bureau 


Chairman Lasker announced this week that the Shipping 
Board would ask for bids for the reconditioning of the President 
Grant and America, which are operated by the United States 
Lines. The vessels, if the bids are acceptable, will be converted 
into what are termed one-cabin ships. The President Grant, 
one of the board’s “535” vessels, was formerly called the Pine 
Tree State. The America is the ex-German Amerika. Mr. Lasker 
said that when the vessels have been reconditioned they will be 
among the finest passenger ships on the North Atlantic. The 
changes will be made to enable the American vessels to com- 
pete to better advantage with foreign passenger vessels, it was 
said. 

The board also decided to have a survey made to determine 
whether or not the Agamemnon and Mount Vernon should be 
reconditioned and as to the service for which the vessels are best 
adapted. 

Referring to reports that the United States Lines’ vessels 
would be managed by a big steamship company, Mr. Lasker said 
the policy of the board would be to operate the vessels through 
the United States Lines until the vessels have been sold to 
private interests, and that T. H. Rossbottom would continue as 
general manager of the lines, with W. J. Love, vice-president of 
the board, in general supervision of the services. 
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HOUSE PASSES SUBSIDY BILL 


The Traffic World Washington Bureau 


Representative Greene, chairman of the committee on mer- 
chant marine and fisheries, declared in the debate on the ship- 
subsidy bill that the issue presented was squarely one between 
America and foreign nations. 

“There is no middle ground—no possible compromise,” said 
he. “Those who blindly oppose this bill show no way out. They 
have confessedly no policy of their own, but one of do-nothing 
and drifting, which, as the experience of sixty years has shown, 
is nothing but a policy of defeat and surrender. 

“The only possible protection of the producers of this coun- 
try—and not of the farms only, but of the mines, factories and 
mills—is the creation and maintenance of a great American 
merchant fleet that in an emergency can suffice to carry the 
bulk of our commerce and that can be controlled by our govern- 
ment to serve America first. The proposed bill will most cer- 
tainly accomplish this.” 

Mr. Greene said the placing of an adequate merchant marine 
on the seas meant the promotion of foreign trade, the retention 
of about $300,000,000 a year in freight money in this country, 
employment of thousands of men in shipping and allied trades, 
and the creation of a naval reserve, making it certain that never 
again: would it be necessary to create a fleet at a cost of 
$3,000,000,000 in an emergency such as was faced by the country 
during the war. 

Representative Edmonds explained the various provisions of 
the bill. He was questioned as to the provision authorizing 
loans for shipbuilding from a revolving fund of $125,000,000 at 
2 per cent interest. He admitted that the difference between 
that rate of interest and what the government has to pay for 
money was an “extra subsidy.” He said the committee’s judg- 
ment was that the rate of interest should be 2 per cent, but 
that it was open for the House to decide whether it should be 
left at that amount. 

“What are we going to do with the 1,400 ships and how 
long a time will it take to dispose of them under this bill?” 
asked Representative Frear. 

Mr. Edmonds replied that it was expected that in three or 
four years 500 ships would be taken out of the 1,400; that there 
were about 7,500,000 tons of shipping considered as A No. 1 and 
that the rest was considered as second grade and would be 
sold to people who want to use them in the coastwise business. 

Asked what the government fleet was valued at today, Mr. 
Edmonds said that the 7,500,000 tons, including the passenger 
ships, were estimated to be worth about $200,000,000. 

“As against $3,000,000,000 as the total cost in all?” asked 
Mr. Fairfield. 

“Yes,” replied Mr. Edmonds, “but what is the use going back 
to make trouble?” 

Mr. Edmonds said he had figured that the government might 
realize from $350,000,000 to $400,000,000 out of the “wreck.” 

“Is that by the sale of the ships?” asked Mr. Chandler. 


“Oh, no,” replied Mr. Edmonds. “If you put them up at cash 
sale you would not get anything. You could not get a bid on 
them. When we put up the wooden ships one man bid a dollar 
for the lot.” 

“Suppose as a business matter that we cannot operate these 
ships ourselves without a subsidy and cannot sell them,” said 
Mr. Chandler. “It is an old maxim of Rothschild’s that the first 
loss is the best. Is it not best to make the loss at first rather 
than at the end of a series of years? As a business proposition 
is not the first loss the best?” 

“Yes,” replied Mr. Edmonds. “I am glad the President made 
the statement that he made, that you can be either obstructive, 
destructive or constructive. You have to do one of those three 
things.” 

Mr. Edmonds said it would cost, under the subsidy, about 
$15,000,000 a year to operate the approximately 400 ships now in 
operation, and that a subsidy of $30,000,000 would take care of 
a fleet of 7,500,000 tons. 

Mr. Chandler inquired whether it would not be necessary to 
have a perpetual subsidy, but Mr. Edmonds said that other coun- 
tries reduced their subsidies as time went on. 

Mr. Graham wanted to know why it was necessary for the 
United States to pay a subsidy that would equal the subsidies of 
all the other nations of the world. 

“Because the shipping of this country has been cursed by 
legislation, bothered by the senior senator from Wisconsin and 
also by navigation laws made up by patchwork in Congress,” 
replied Mr. Edmonds. 


“Is that going to cost us $40,000,000 a year?” asked Mr. 
Graham. 

“It will cost us $600 to $800 a month on every ship, if not 
$1,000,” replied Mr. Edmonds. 

The measure was attacked by Representative Nelson, on be- 
half of the Democrats, who charged that the bill assured a return 
of at least 12% per cent annually to ship owners and operators. 
He referred to the “guarantee” in the transportation act, declar- 
ing the members knew what the people thought of that. Rep- 
resentative Bankhead also made an attack on the bill. 

Representative Blanton inquired that if it were true that 
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the Shipping Board had leading experts in charge of the shipping 
business of the nation, who were conducting it on a businesslike 
basis, and that the operations were costing $50,000,000 a year 
without any profit being made, how it was to be expected that 
private enterprise would buy the ships and make a profit out of 
them. 

“Because there is not any line of human endeavor or human 
activity that can not be made to pay by private people whose 
heart is in the business and whose future is staked in the busi- 
ness when it does not pay when run by government officials,” 
replied Representative Lehlbach. 

“Is not the present argument of the gentleman a wholesale 
indictment of operators who are employed by the government, 
when he says that working for the government they will create 
a loss, but that if we should give it to them they would make a 
profit?” asked Representative Hardy. 

“Oh, no,” replied Mr. Lehlbach. “It is not an indictment 
of the operators. It is the experience of human nature in all 
walks of activity, under all circumstances, that a man will work 
with a heart in his work if he is working for himself, but that 
he will get what he can out of it if he is simply working tem- 
porarily for some one else, and has opportunity to use some 
other person’s material.” 

“Is not that an indictment of the grossest kind against these 
operators?” pursued Mr. Hardy. 

“No, it is not,” replied Mr. Lehlbach. “It is simply ascrib- 
ing to them the human nature and the human motives that actu- 
ate the average man throughout our civilization.” 

“Is not this a good reason for the disbanding of Congress?” 
inquired Mr. London, the Socialist member, amid laughter. 

“It may be that some people view the disbandment and dis- 
sipation of our merchant marine with equanimity, and say, as 
long as shipping exists, what difference does it make, that ships 
are common carriers and are available to everybody who has a 
cargo to send,” continued Mr. Lehlbach. “But that is not the 
fact. The merchant marine of a nation engaged in foreign com- 
merce is not like a common carrier. It is not available to all 
who seek to travel or seek to transport. The merchant marine 
of a commercial nation is not like a common carrier, but it is 
like the delivery system of a big mercantile establishment. That 
delivery system may be induced to carry the goods of a com- 
petitor or of a rival establishment which has no delivery system 
of its own, when it suits the purpose and convenience of the 
establishment that owns the delivery system; but you can not 
rely upon the delivery system of a rival if he is seeking to sell 
goods to the same customer at the same time that you are. 
You can not get the ships at that time.” 

Mr. Lehlbach spoke of the necessity for having a balanced 
fleet in connection with emphasizing the construction loan fund 
of $125,000,000. 

“We now have a nucleus for a merchant marine and desire 
to complement this shipping with vessels of necessary types 
which we do not at present have,” said he. 

Referring to the provision under which exporters using 
American ships would obtain a credit on income taxes amount- 
ing to 5 per cent of the freight paid, Mr. Lehlbach said the 
amount involved would be comparatively trifling, but would 
be sufficient to call the American shipper’s attention to the fact 
that he should use American ships. In reply to a question he 
said if full advantage of the provision were taken by shippers it 
would amount to approximately $7,000,000 a year. 

Representative Kirkpatrick in a speech in favor of the bill 
said the Shipping Board, as of October 21, had 4,948 employes 
with a payroll of $10,019,261, adding that since that time there 
had been some reductions. 

Representative Parker, of New Jersey, said he was aston- 
ished to find so many members of the House and some of the 
leaders of the minority on the merchant marine committee who 
did not see the absolute necessity of maintaining an active mer- 
chant marine at any cost. He said the merchant marine was the 
eye of the nation in time of peace and that it was an absolute 
necessity as an aid the navy in time of war. 

Representative Gahn, of Ohio, Republican, who said he had 
been defeated at the recent election because of the inefficiency 
of some of the leaders in Congress, announced he was opposed 
to the bill because it was saturated with special privileges to 
a few shipping interests. 


“And I have seen in this Congress,” he continued, “when 
things are likely to be defeated, many members, some of the 
leaders on the bill, clothe themselves with the star-spangled 
banner, with red, white and blue stripes, and say, ‘Yeu are un- 
patriotic if you do not support this measure.’ Nevertheless, I 
am against this bill, and I am a Republican member, just as 
much a Republican as any member of that committee.” 

Mr. Edmonds recalled that Mr. Gahn had voted to report 
the bill out of committee last June. Mr. Gahn, admitting that 
to be so, said he had relied on statements by Mr. Edmonds, Mr. 
Lasker and others, but that since then he had come to believe 
that the gentlemen were so imbued on the subject that they did 
not give the exact information. 

“Public sentiment is against this bill, and it is folly for this 
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House to endeavor to create public sentiment in favor of it by 
jamming it through,” said he. “To me this subsidy spells dis- 
aster to the American merchant marine, because it substitutes 
government aid for skill and efficiency.” 

Representative Blanton, of Texas, attacking the bill, said the 
Shipping Board was a peace-time parasite. As he construed the 
President’s message, the administration was proposing merely 
a salvage proposition. 

“If it is salvage retrenchment the President wants,” said he, 
“he should have disbanded the Shipping Board and distributed 
these ships to the states immediately after assuming office and 
he would have thus saved at least $500,000,000.” 

Representative Davis, of Tennessee, declared that if the 
bill became a law there would be the worst scandal in the history 
of the country. He said the problem should be met by trans- 
ferring the government fleet to a department in the Department 
of Commerce and then by placing the American merchant ma- 
rine in a position to compete with the rest of the world through 
the repeal of the tariff on ship materials and the law against 
registry of foreign vessels. He did not advocate permanent gov- 
ernment operation, but said when the government got out of the 
shipping business it should get out “clean.” 

Representative Mondell, Republican House leader, at a con- 
ference with President Harding, gave assurance that the Dill 
would pass November 29. 

Consideration of amendments to the administration. ship 
subsidy bill was taken up in the house November 27 with the 
result that at the close of the session that day six amendments 
had been agreed to. 

Representative Graham, of Illinois, opened the attack by 
offering an amendment, which was agreed to, striking out a 
provision giving the shipping board authority to sell vessels with- 
out advertisement or competitive sale. He said he regarded 
the provision as one of the most vulnerable in the bill and that 
the ships should be sold by competitive bidding. He said the 
Republican party would be held responsible for any mistakes 
the board would make under the authority granted by the bill, 
and that some of the worst scandals that arose out of the war 
came from negotiated sales of surplus materials. Representa- 
tive Edmonds, speaking for the merchant marine committee, 
said the amendment was acceptable. He said the committee put 
it in for the reason that the board found itself in the position 
of having to advertise every time a man made a request for a 
ship. 

Mr. Edmonds also announced that he had prepared an 
amendment that would exempt industrial ships, such as those 
owned by the Standard Oil and U. S. Steel companies, from the 
subsidy. This feature of the bill was the subject of bitter at- 
tacks, particularly from the Democrats. 

An amendment offered by Representative Davis, of Ten- 
nessee, eliminating from the bill an authorization under which 
the board could sell vessels at such terms and prices as it might 
prescribe, including the use of disposition of the vessel by the 
purchaser, was rejected. Mr. Davis contended that the board 
should have no say as to what a purchaser did with a vessel. 
The amendment was opposed on the ground that the provision 
attacked was in the interest of an equitable distribution of the 
vessels among the ports and localities of the United States. 
The Democrats contended that provision would prevent the lit- 
tle purchaser from buying because the board would favor big 
interests. 

An amendment offered by Representative Graham increasing 
the rate of interest on deferred payments on ships from 4 to 44 
per cent was agreed to. 

An amendment offered by Representative Oliver providing 
that the Leviathan, the giant ex-German passenger liner, should 
not be sold for less than the cost of reconditioning, estimated at 
$8,000,000, was agreed to. 

The house also agreed to an amendment by Representative 
Blanton providing that no employe of the government shall in 
any way be interested as a vendee in any purchase made from 
the shipping board. 

An amendment offered by Representative Davis to increase 
the rate of interest on loans from the $125,000,000 revolving 
fund for the construction of vessels from 2 to 41%4 per cent was 
agreed to, according to the understanding of the members on 
the floor and representatives of the press in the press gallery, 
but the Congressional Record showed the reverse. Representa- 
tive Graham, of Illinois, said the Record would be corrected. 

An amendment by Representative Moore, of Virginia, to cut 
out the loan fund entirely was rejected. 


The provision allowing to shippers a credit on income tax 
equal to 5 per cent of the freight charges on shipments exported 
in American vessels was stricken out on motion of Representa- 
tive Graham, of Illinois, who branded the section as vicious. Be- 
fore the vote was taken on that amendment, Representative 
Dickinson, of lowa, offered an amendment which would have 
extended the rebate to shipments transported by rail to the 
American vessel. The Dickinson amendment also was rejected. 

Attempts by Democrats to amend section 2 of the bill so as 
to eliminate, as they contended, a joke under which big steam- 
ship interests would be able to gobble up small steamship lines 
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operating out of Gulf and South Atlantic ports, failed. Mr. 
Davis, of Tennessee, said the amendment had the backing of 
the Middlewest Merchant Marine Association, the Mississippi 
valley Association and similar organizations. 


Bill Goes to Senate 

President Harding was successful this week in getting the 
Administration ship subsidy bill through the House by a vote 
of 208 to 184, although a number of amendments to sections re- 
garded as vital by advocates of the measure were adopted. The 
general belief was that the bill would face hard sledding in the 
Senate, however, and that action might be deferred until after 
the close of the short session in March. 

After having adopted an amendment against a vessel re- 
ceiving compensation for any voyage on which it carried intoxi- 
eating liquors for beverage purposes while the bill was under 
consideration by the House sitting as the committee of the whole, 
the House, on final passage, eliminated the amendment on request 
of the “drys.” The latter took the position that liquor was barred 
anyway under the Daugherty ruling, pending a final determina- 
tion by the Supreme Court, and that under the amendment the 
way was left open for vessels not receiving any subsidy to carry 
and sell liquor, in the event the Daugherty ruling should not be 
upheld. 

An amendment offered by Representative Edmonds eliminat- 
ing the section revising section 18 of the shipping act so as to 
enpower the Shipping Board to prescribe minimum as well as 
maximum rates on port to port interstate traffic was adopted. 
Mr. Edmonds had announced that such action would be taken and 
that hearings would be held later on that phase of merchant ma- 
rine legislation. 


Efforts by Democrats to have stricken from the bill section 
402 relating to the establishment of the merchant marine fund 
from tonnage duties, 10 per cent of customs duties and excess 
earnings paid by owners of vessels under section 416 on the 
ground that Congress should make annual appropriations for the 
subsidy fund resulted in the offering of an amendment by Repre- 
sentative Madden, of Illinois, providing that no expenditure shall 
be made from the merchant marine fund except out of appropria- 
tions made annually therefrom .by Congress for carrying out the 
purposes: of the act. The amendment was agreed to. 


An amendment by Representative Bankhead of Alabama strik- 
ing out the word “permanently” and substituting therefor the 
words “authorized to be” in the last sentence of section 403 was 
adopted, making the sentence read: “AIl moneys in the fund are 
hereby authorized to be appropriated for the purpose of making 
such payments and the refunds authorized by subdivision (j) of 
section 416.” The section relates to the making of contracts by 
the board with ship owners for compensation as provided in the 
act. 


An amendment offered by Representative Dickinson authoriz- 


ing the Secretary of the Treasury to pay out of the merchant’: 


marine fund compensation to shippers equal to 25 per cent of the 
freight (rail) charges on shipments for export from the point 
of origin to the port of export was held out of order by the chair 
on the ground that it related to rebates to shippers whereas the 
bill related to aid to shipowners. Mr. Dickinson said the amend- 
ment would take the merchant marine act to the producer and 
manufacturer of products of the middle west. 


An amendment by Representative Edmonds having the effect 
of depriving industrial concerns, such as the Standard Oil, operat- 
ing fleets of vessels, from getting the subsidy except for portions 
of such vessels in which cargoes not owned by the industrial 
concerns or affiliated corporations are carried, was agreed to. 


An amendment by Representative White of Maine substitut- 
ing “500” for “1,000” in the first sentence of section 406 was 
agreed to, making the sentence read: “Compensation shall not be 
paid in respect to any sailing vessel whose tonnage is less than 
500 gross tons, ete.” 


The prohibition question was brought up when Representa- 
tive Bankhead offered an amendment providing that no compen- 
sation should be paid to any vessels on which intoxicating liquors 
are stored, transported, sold or offered for sale. Mr. Edmonds 
offered an amendment as a substitute, which was agreed to and 
then later stricken out, providing that compensation should not be 
paid in respect to any vessel for mileage covered upon a voyage 
if at any time during such voyage liquor for beverage purposes 
had been transported with the knowledge or consent of the owner, 
charterer, agent, or master of the vessel, or sold on the vessel by 
or for the account of, or with the knowledge or consent of, the 
owner, charterer, agent, or master of the vessel. There was prac- 
tically no debate on the amendment. If the bill had finally 
bassed with the amendment in it, ships carrying intoxicating 
liquors for beverage purposes would have been barred from bene- 
fits of the subsidy as provided, regardless of how the Supreme 
Court might interpret the Volstead act and the HBighteenth 
amendment. 

_ An amendment by Representative Graham of Illinois strik- 
ng out section 418 providing that determination of the board as 
to the amount of compensation to which any person is entitled 
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under the provisions of the act shall not be subject to review by 
the general accounting office was agreed to. 

An amendment by Representative Dempsey of New York add- 
ing the words “questions relative to the control, improvement and 
extension of ocean freight terminals,” to the matters to be con- 
sidered jointly by the Interstate Commerce Commission and the 
Shipping Board was agreed to. A motion by Representative 
Blanton to strike out all of the section providing for joint ac- 
lion by the Commission and the board was defeated. 

An amendment to section 604, which would permit railroads 
to own steamship lines in foreign trade, providing that the sec- 
tion should not apply to vessels on the canals and rivers of the 
United States, was agreed to. Mr. Edmonds said it was not in- 
tended that the section should apply to vessels on the inland 
waterways. An amendment to strike out the section was de- 
feated. Mr. Edmonds said there was nothing in the law now to pre- 
vent a railroad company from owning and operating vessels in 
foreign commerce, and that a ship that went through the Panama 
Canal would not come in under Section 604. 


ITALY’S MERCHANT MARINE 


The Italian merchant marine, according to the Italian offi- 
cial records on December 31, 1914, included 644 ocean steamers 
of 1,534,738 gross tons. On July 1, 1922, the official Italian re- 
turns show 868 steamers of 2,539,833 gross tons, 1,545,760 net 
tons, and 3,367,131 deadweight tons. Lloyds’ returns for that 
date show 1,016 steamers of 2,698,722 gross tons, but, as usual, 
include steamers launched but not completed and registered. 
Italian sailing vessels in 1914 numbered 523 of 237,821 net tons, 
in 1922, 397 of 167,613 gross tons. And this growth has been 
made in face of the fact that 218 Italian steamers, gross tonnage 
677,207, were lost during the war, says E. T. Chamberlain, of 
the transportation division of the Department of Commerce. 

When Italy entered the war 69 steamers of the Central 
Powers, aggregating 251,000 gross tons, were seized in Italian 
ports and employed thereafter in her fleets, but of these 42 
were lost or allotted to other powers. The treaty of St. Ger- 
main provided that Austria and Hungary should surrender all 
their property in merchant ships and fishing boats without regard 
to size, and from this source, under awards of the Reparations 
Commission, Italy up to the end of June, 1922, had received 
213 steamers of 578,000 gross tons. While relatively from a 
shipping point of view Italy came out of the war, judged by 
present tonnage figures, in better condition than any other 
European power except Belgium, tonnage figures alone are not 
an adequate measure of the effect of the war upon the probable 
future of Italy as a maritime power. 

The maritime rivalry of Austria-Hungary with Italy is ended 
and in the trades of the Adriatic and the Mediterranean, with 
Asia and the East Coast of Africa, even with the Americas, 
this fact is as important to Italy as was the scuttling of the 
German navy by its officers and the distribution among the 
allies of the fleets of the German steamship lines to British sea 
power, naval and commercial. It is likely to be an even more 
durable consideration, because Hamburg and Bremen had mari- 
time traditions and advantages as shipping centers long before 
they were absorbed into the Prussian military system. The 
Austro-Hungarian Empire, on the other hand, has lost its entire 
seacoast and, as the navy and merchant shipping of the dual 
empire were always artificial creations, having no root in the 
maritime traditions and habits of its peoples, the return of 
Austria and Hungary to the sea seems very remote. 

With the dissolution of the Austro-Hungarian Empire, Italy 
acquired the shipbuilding plants at Trieste and Monfalcone, 
where the Austro-Hungarian navy and most of the ships of the 
subsidized Lloyd-Austriaco line were built. 

The shipbiulding capacity of Italy is more than doubled. 
The largest pre-war output of the Italian yards was 67,000 gross 
tons in 1900, Austro-Hungarian yards on the Adriatic built 62,000 
gross tons in 1913, and in October, 1922, the merchant shipyards 
now under Italian jurisdiction were building 286,000 gross tons 
of merchant ships, of which about 130,000 tons were building 
in Trieste and Monfalcone. Competent Italian authorities be- 
lieve that Italy under favorable conditions is equal to an annual 
output of 400,000 gross tons. 


A. G. & P. SEIZURE CASE 


The Trafic World Washington Bureau 


a W. Bernard Duke, of the Atlantic, Gulf & Pacific Steam- 
ship Corporation, whose ships were libeled by the Shipping 


_Board, has circularized a statement in behalf of the company 


in which a severe attack is made on the board and Chairman 
Lasker. 

At the office of Chairman Lasker it was said that he had 
seen the statement, but that he would not dignify it by a reply. 
All that he had to say, it was said, had been said in a statement 
issued by the board August 16. 

Mr. Duke says in his statement that the company was or- 
ganized in March, 1920, to engage in the intercoastal trade, with 
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headquarters at Baltimore. The company contracted ‘to buy a 
fleet of six Shipping Board vessels for approximately $9,000,000, 
but did not get them until the slump in shipping came on and 
the value of the fleet dropped to approximately $2,000,000, ac- 
cording to the statement. 

The most that the company could get out of Mr. Lasker 
or the board was that the board would settle on a basis of about 
$2,000,000, Mr Duke says, adding that a definite sum was not 
stated, and that this made it impossible to finance the purchase 
of the fleet. 

“The price of our ships has never yet been named to us,” 
said he. 

He charges that the board ordered the ships seized two 
weeks before the date fixed by the board for payment, and that 
the business of the company was destroyed. He charges that 
Mr. Lasker’s statement “was and is a tissue of falsehood.” 

In the statement referred to, Mr. Lasker said the board had 
granted to the company “extraordinary indulgence,” and per- 
mitted it to retain possession of the ships for a period far beyond 
what might be thought was contemplated by the framers of 
the merchant marine act. The statement said that the company 
had agreed to pay $9,134,137 and that only $195,000 of that had 
been paid. 

“The board was forced to take action when it did because 
it learned that the Atlantic, Gulf & Pacific Steamship Company 
was hopelessly involved,” the chairman said, adding that if 
additional time had been given the ships probably would have 
been libeled by outside marine creditors. He said the board 
took the action it did reluctantly. 


CARRIAGE OF GOODS BY SEA 
The Trafic World Washington Bureau 


Norman B. Beecher, special counsel for the Shipping Board, 
and Charles M. Hough, who represented the United States at the 
international conference held recently at Brussels on the re- 
vised Hague rules and other matters, have returned to the United 
States, 

Mr. Beecher said a copy of the rules governing the carriage 
of goods by sea, as agreed on at the conference, could not be 
made public until the State Department had completed the 
official translation of the rules. He said he expected that to be 
accomplished within a week or so. 

Sufficient changes were made in the rules to meet objections 
of American ship owners and exporters as to warrant him sign- 
ing the report setting forth the revised rules, Mr. Beecher said, 
but he declined to discuss any of the details until the official 
translation has been made available by the State Department. 

Mr. Hough gave out a translation of the revised rules in New 
York City, but Mr. Beecher said he did not know where Mr. 
Hough obtained the translation. The rules were prepared in 
the French language. 


PLUMMER DEFENDS SUBSIDY 


“The simple truth is that all we are seeking is to put our 
ships where they -will have a fair chance to carry a fair share 
of our foreign freight,” said Commissioner Plummer of the 
Shipping Board, in an address November 27 at Milwaukee before 
the Middle West Merchant Marine and Foreign Trade Con- 
ference. “Weseek no monopoly. Cheaper transportation means 
enlarged foreign markets to the benefit of American producers 
and consumers. 

“American competition insures lower freight rates not only 
on American ships but on the economical freight ships which 
will continue to share in our trade under the provisions of this 
(subsidy) bill.” 


OCEAN PASSENGER RATES 


The North Atlantic Conference will shortly announce @& 
reduction in passenger rates on North Atlantic steamships of 
from 10 to 15 per cent below the present rates, according to 
an announcement made by the conference. It was said that 
the reduction would result from a reclassification of vessels 
agreed upon in conference at Brussels. Shipping Board officials 
regarded the reclassification as advantageous to the govern- 
ment’s vessels. 


SALE OF VESSEL 


The Shipping Board has sold the Martha Washington, a 
combination cargo and passenger ship, of 6,540 deadweight tons, 
to the Cosulich Line of Trieste, Italy. The vessel formerly was 
under Austrian registry and was one of the vessels obtained 
by the board as the result of the war. The price paid for the 
ship was not made public. 


DENIES SUBSIDY PROPAGANDA 


The British Embassy this week issued a formal statement 
denying charges made in newspapers published by W. R. Hearst 
that the British government was carrying on a propaganda to 
influence Congress and the American people against the ship 
subsidy bill. The Hearst charges were to the effect that Mathew 
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Glaser, an editor of the Masonic Review, had received an offer of 
$12,000 from S. C. Lawrence, vice-consul and commercial attache 
at the British Embassy, to publish articles against the subsidy 
bill. The embassy denied that such an offer had been made 
and said that Mr. Lawrence. did not know Mr. Glaser. Sir 
Auckland Geddes, the British’ ambassador, conferred with Sec- 
retary Hughes in regard to the matter and then issued the 
formal statement. 


RIVERS AND HARBORS CONGRESS 


The program for the eighteenth convention of the National 
Rivers and Harbors Congress; to be held in Washington Decem- 
ber, 6, 7 and 8, was announced this week. In an outline of the 
program, the congress said: 


The first_session is to be enlivened by a joint debate on the ques- 
tion, ‘Should Water’ Competition be Considered Justification for Re- 
lief from the Long-and-Short-Haul Clause?’ The affirmative will 
be taken by Mr. S. J. Wettrick, attorney for the Transportation De- 
partment of the Seattle Chamber of Commerce, and the-negative by 
Mr, Frank Lyon, of Washington, D. C. Mr. Lyon, who is attorney 
for the Luckenbach and other steamship lines, will speak on this oc- 
casion for the Intermediate Rate Association. 

Most of the afternoon session will be taken up by a symposium 
on ‘‘The American Transportation Problem and Its Solution.’”’ The 
speakers will be Presidene Markham, of the Illinois Central, for rail- 
ways; Hon. C. A. Newton, Representative from Missouri, for Water- 
ways; Mr. Winthrop L. Marvin, vice president and general manager 
of the American Steamship Owners’ Association, New York City, 
for the merchant marine, and a speaker yet to be announced for 
motor trucks and highways. 

The last speaker on the subject will be Gen. Wm. M. Black, 
former Chief of Engineers, who will argue in favor of the formation 
of great corporations which will use every form of transporation and will 
recommend that the National Rivers and Harbors Congress change 
its name to “National Transportation Association’? and work for such 
a unified transportation system. This last proposition will be strongly 
opposed and will precipitate a lively debate. As the closing feature of 
the afternoon session, Major General Lansing H. Beach, Chief of En- 
gineers, U. S. Army, will make an address on ‘‘Water Terminals,” 
which will be illustrated with lantern slides. 

Among the speakers at other sessions of the Convention will be 
Hon, J. Hampton Moore, mayor of Philadelphia and President of the 
Atlantic Deeper Waterways Association. on ‘“‘The Atlantic Inland 
Waterways;’”’ Mr. Roy Miller, of Corpus Christi, Texas, on ‘‘The In- 
tracoastal Waterway,”” and Mr. M. G. Barnes, of Chicago, Chief En- 
gineer, Division of Waterways, Department of Public Works and 
Buildings, on the waterway now under construction by the State of 
Illinois, which will open a channel from Lake Michigan to the Mis- 
sissippi River. 

Mr. Julius Henry Cohen, counsel of the Port of New York Au- 
thority, will speak for the Port of New York; under the title, ‘‘A De- 
parture in Great Lakes Port Development,’ Mr. Wm. Geo. Bruce, 
chairman of the board of Harbor Commissioners of Milwaukee, will 
tell of the extensive work under way in that city; Mr. J. H. McCal- ° 
lum, president of the California Board of Harbor Commissioners, will 
send a paper on “The Port of San Francisco;’”’ and Mayor W. E. Lea, 
of Orange, Texas, will speak on “‘The Future of Gulf Ports;’’ Mr, A. 
M. Lockett, of New Orleans, acting president of the Dock Board, 
will speak upon ‘Mississippi River Transportation,’’ and Mrs. Sarah 
Willard Strout, of Portland, Maine, president of. the Woman’s Na- 
tional Rivers and Harbors Congress, on ‘““Transportation and the Con- 
sumer.” 

The annual banquet will be held on the evening of Thursday, 
December 7th. Addresses are expected from Hon. John W. Weeks, 
Secretary of War, Hon. Edwin Denby, Secretary of the Navy, Hon. 
James A. Reed, United States Senator from Missouri, Hon. Winifred 
Mason Huck, Representative from Illinois, the only woman candidate 
for ne chosen at the recent election, and-Hon. J. Hampton 
Moore, ayor of Philadelphia, who will also act as_toastmaster. 
pt ne Clemenceau, former premier of France, will deliver an 
address. 


GUARANTY CERTIFICATES 

The Commission has issued certificates to the Secretary of 
the Treasury certifying the amounts in the cases of the follow- 
ing railroads necessary to make good the guaranty: Frankfort 
& Cincinnati Railway Company, $12,651.56, of which $151.56 
remains unpaid; Yadkin Railroad Company, $11,007.59; Asheville 
& Craggy Mountain Railroad Company, $1,224.19; San Antonio, 
Uvalde & Gulf Railroad, $192,718.43, of which $82;718.43 re- 
mains unpaid. 

The Commission has issued certificates under section 209 
directing payment by the secretary of the treasury of the fol- 
lowing sums to the railroads named: Gulf & Ship Island Rail- 
road Company, $160,969.75; Cincinnati, Indianapolis & Western 
Railroad Company, $282,081. In the case of the Gulf & Ship 
Island the Commission found that the total due under the guar- 
anty was $425,969.75, of which all but the amount now certified 
has been paid. The total found due the C. I. & W. was $662,081, 
of which all but the amount now certified has been paid. 

The Commission has certified to the Secretary of the Treas- 
ury that payment of $72,392.58 will make good the guaranty to 
the Delta Southern Railway, and that payment of $31,313.10 will 
make good the guaranty to the Carolina & Northwestern Rail- 
way Company, making a total of $90,813.10 to be received by 
that carrier for the guaranty period. 

The Commission has certified to the Secretary of the 
Treasury that $15,827.79 is the amount necessary to make good 
the guaranty to the Cumberland Railroad Company of Kentucky. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Why Freight Rates 
Cannot Be Reduced 


Railroads Under Public Control 


Transportation Charges Must Stay Up Until 
Costs Come Down, President Storey 
of the Santa Fe Explains 





United States Senator Capper, through his various 
publications, has been demanding a reductien of freight 
rates; but his attitude on the general subject of rail- 
roads has not blinded him to the main facts about 
government control, which have been clearly presented 
in the following editorial from one of his papers, the 
Topeka Daily Capital: 


“The railroad cannot fix its own rates and charges. 
“Tt cannot name the wages it will pay. 


“Tt cannot enter into combinations and deals. 


“Tt cannot shut down when business goes to the 
bad. 


“Tt cannot buy or sell a railroad system. 









“Tt cannot make capitalistic profits and dividends. 


“Tt cannot even determine how much capital it 
shall issue on its property, or issue any with- 
out previous approval of the public. 


“Tt is, in fact, an agency of the public, controlled 
completely by the government.” 


The fact is, rates cannot be reduced unless costs are 














reduced. Costs cannot be reduced so long as the 
present scale of wages and the prices of fuel, materials 
and other supplies are maintained, and in these mat- 


ters the hands of the Santa Fe are tied. 





What is particularly needed at this time is better 
transportation service, more cars, locomotives, and 
cther facilities necessary for moving the business, and 
the Santa Fe is doing everything in its power to pro- 


vide these. 
W. B. STOREY, President, 


The Atchison, Topeka and Santa Fe Railway System. 
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Houston’s Ship Channel 
Developments 


The Houston Ship Channel is Fifty 
(50) miles long and has a present depth 
of Thirty (30) feet for Thirty (30) miles, 
and Twenty-five (25) feet for remainder 
of distance, with a bottom width of One 
Hundred and Ten (110) to Two Hundred 
and Fifty (250) feet. 





Work is now in progress with Four (4) 
large Hydraulic Dredges to extend this 
Thirty (30) feet depth full length. 


Many industries have established their 
plants on this Channel and others have 
announced their plans for immediate 
development. 








There is a reason—better investigate. 
Ask the 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Charterer, Exercising Reasonable Care in Selecting Bargeman, 
Not Liable for His Negligence: 

(District Court, S. D., New York.) In a libel against the 
charterer of a barge for its loss while being towed by a tug, 
where libelant paid the bargeman, but, according to usual prac- 
tice, bargeman was selected by charterer, charterer having exer- 
cised reasonable care in making the selection, was not liable to 
libelant for bargeman’s negligence.—The Peerless, Horan vs. 
Hughes et al., 282 Fed. Rep. 1000. 

Evidence Held Not to Establish that Tug Was Negligent in 
Making Up Barges: 

In a libel against a tug for loss of one of the barges towed, 
evidence held not to establish that the tug was negligent in the 
make-up of the barges.—lIbid. 

Evidence Held Not to Establish that Tug Was Negligent in 
Giving Orders to Bargemen or Seing that Same Were 
Carried Out: 

In a libel against a tug for loss of a barge towed, due to a 
failure to lengthen the hawsers, where the tug gave a signal 
to bargemen to lengthen their hawsers, and all of them did so 
except bargeman on lost barge, evidence held not to show that 


tug was negligent in giving orders to bargemen, or seeing they 
were carried out.—Ibid. 





Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





se 
LOSS OF OR INJURY TO GOODS 
aes of Damages for Conversion by a Carrier of Coal Shipped 
tated: 

(Supreme Court of Appeals of Virginia. Where coal delivered 
to a carrier for transportation was converted by it for fuel 
purposes, and it appeared that the shipper of the coal was a 
member of a shippers’ pool, out of which each shipper was 
authorized to withdraw a quantity of coal equivalent to that 
shipped before arrival, the measure of recovery was the fair 
market value of the coal at destination, less the cost of trans- 
portation and the expenses of sale there—Eastern Coal & Ex- 
port Corporation vs. Norfolk & W. Ry. Co., 113 S. E. Rep. 857. 
Instruction as to Measure of Damages for Conversion of Coal 

Held Properly Refused, as Inconsistent with Another In- 

struction Given for Moving Party: 

In an action for conversion by carrier of coal being trans- 
ported by it, it was not error to refuse an instruction that the 
measure of recovery was the difference between the amount 
already paid by defendant and the amount at which plaintiff 
claimed to have sold the coal, such instruction being incon- 
sistent with another instruction offered by plaintiff and granted 
by the court, based on a different measure of damages.—Ibid. 
Instruction as to Measure of Damages Held Properly Refused, 

as Not Supported by Evidence: 

In an action for conversion by a carrier of coal in transit, it 
was not error to refuse an instruction that the measure of dam- 
ages was the difference between the amount paid by defendant 
and the amount at which plaintiff claimed to have already sold 
the coal, there being no evidence of any enforceable contract 
for the sale of the confiscated coal.—Ibid. 

Verdict as to Market Value of Coal Converted Held Controlling, 

Under Conflicting Evidence: 

In an action for conversion by a carrier of coal during 
transit; where one element was the market value of coal at 
destination, the verdict of the jury was controlling as to such 
market value, under conflicting testimony.—Ibid. 

Verdict as to “Fair Market Value” of Converted Coal at Destina- 
tion Held Sustained by Evidence: 

In an action for conversion by carrier of coal during transit, 
the verdict as to the fair market value of the coal at destination 
held sufficiently supported by evidence, the “fair market value” 
being the price which would be agreed on at a given time be- 
tween a willing seller and a willing buyer in consummating a 
voluntary transaction.—Ibid. 

Rule Permitting Assignment of Cross-Errors Construed: 

Court rule 8 (71 S. E. viii), permitting assignments of cross- 
errors, is designed for the correction of errors against defendant 
in error or appellee, when some affirmative relief is sought by 
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mod of reversal, modification, or correction of the judgment.— 
Statute Requiring Carriers to Trace Freight Inoperative as to 

Initial Carriers Made Liable for Loss: 

(Supreme Court of Georgia.) The provisions of Civil Code 
1910, sec. 2771, known as the “tracing act,” are rendered in- 
operative, so far as the initial common carrier is concerned, by 
the provisions of section 2777 of the same code, notwithstanding 
it is therein provided that “nothing in this section shall deprive 
any holder of such receipt or bill of lading of any remedy or 
right of action which he has under existing law.”—-Payne, Agent, 
vs. Domestic Electric Co., 113 S. E. Rep. 811. 

Director-General Not Liable for Punitive Damages for Loss of 

Freight: 

Under section 10 of the federal control act of 1918 (Fed. 
Stat. Ann. (2d Ed.) 1918, Supp. 762 (U. S. Comp. St. 1918, U. S. 
Comp. St. Ann. Supp. 1919, sec. 3115%j)) and General Order 
No. 50 of the Director-General of Railroads, which order has the 
force and effect of law, the Director-General, representing the 
United States government, cannot be held to respond in punitive 
damages to a shipper for any loss or injury to his freight by 
a common carrier which undertakes to transport the same, and 
in so doing causes damage to the property.—Ibid. 


Presumption from Delivery in Bad Condition as Against Deliver- 
ing Carrier Not Abrogated by Federal Statute: 

(Court of Appeals of Georgia, Division No. 2.) “The com- 
mon-law rule that a presumption arises that the injury occurred 
on the delivering carrier’s lines, when goods moving in inter- 
state commerce, upon a through bill of lading, are delivered in 
bad condition, and the evidence shows that they were sound 
when received by the initial carrier, but does not affirmatively 
establish where the loss occurred was not abrogated by the 
Carmack amendment of June 29, 1906, to the act of February 
4, 1887, sec. 20, which requires the issuance of a through bill 
of lading by the initial carrier, and declares it to be liable for 
damage occurring anywhere along the route.”—-Chicago & North- 
western R. Co. vs. Whitnack Produce Co., 257 U. S. ——, 42 Sup. 
Ct. 328, 66 L. Ed. . See also in this connection: Central of 
Georgia Ry. vs. Scrivens, 24 Ga. App. 177, 100 S. E. 233 (Lewis 
et al. vs. Joyner, 113 S. E. Rep. 829). 

Prima Facie Case Established Against Terminal Carrier by Show- 
ing Delivery to Initial Carrier in Good Condition; Prima 
Facie Case Against Terminal Carrier Not Rebutted by Show- 
ing Damage of Indefinite Amount Before Its Receipt of 
Goods; Burden on Terminal Carrier to Show Extent of 
Damage Prior to Its Receipt of Goods: 


Where goods have been delivered to a carrier to be delivered 
at the point of destination upon the lines of a connecting carrier, 
and where suit to recover for damage to the goods in transit is 
instituted against the terminal carrier, a prima facie case of 
liability is established against the terminal carrier, upon proof 
of delivery of the goods to the initial carrier in good condition, 
and of their delivery at the point of destination in a damaged 
condition. This prima facie liability is not rebutted by proof 
that the goods were damaged before their receipt by the terminal 
carrier, in the absence of proof which shows with some degree 
of certainty and definiteness the extent of the damage. The 
particular facts necessary to establish the extent of the damage 
to the goods when received by the terminal carrier being more 
accessible to it than to the plaintiff, the burden is therefore 
on such carrier to establish the extent of the damage to the 
goods when received by it, rather than upon the plaintiff to 
establish the extent of the damage, if any, to the goods after 
their receipt by the defendant. See, in this connection, 3 Hutch- 
inson on Carriers, sec. 1348; Way vs. Southern Ry. Co., 132 Ga. 
‘677, 64 S. E. 1066.—Ibid. 

Charge Properly Refused: P 

From the above ruling, it follows that, in a suit against the 
terminal carrier to recover for loss or damage to goods received 
at the point of destination in a damaged condition, it would 
have been error for the court to charge, as contended by the 
defendant, that, where the proof shows a partial damage to the 
goods while in the hands of the initial carrier, the latter carrier 
is presumed to have caused the whole damage, in the absence 
of proof to the contrary.—Ibid. 

Charge as to Presumption of Liability of Terminal Carrier Not 

Erroneous, as Not Adjusted to Evidence: 

It also follows that a charge by the court to the effect that, 
where the goods were delivered to the initial carrier in good 
condition, upon proof that they were received in bad condition 
at the point of destination, a rebuttable presumption of liability 
for such damage arose against the terminal carrier, was not 
error, as not being adjustable to the evidence, even though it 
might appear that part of the damage to the goods was sustained 
prior to their receipt by the terminal carrier. This charge is 
not subject to the objection that it is. prejudicial, by reason 
of being irrelevant to the issue and not adjustable to the evi- 
dence, since, although it may be undisputed that part of the 
damage was caused before goods came into the possession of 
the defendant carrier, there is not sufficient data as to the amount 
of such damage, and there is some evidence to authorize the 
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EXPORTERS’ 
NCYCLOPAEDIA 


For eighteen years the 
recognized authority on 
Soreign shipping procedure 








This service has become an indispensable 
adjunct to the American traffic manager 
as an up-to-date guide upon practically 
every question which can arise in making 


a foreign shipment. Besides the ENCY- 
CLOPAEDIA itself, a subscription in- 


cludes bi-weekly bulletins keeping the 


-Information constantly accurate and up- 
to-date. 


“In our Company’s International 
shipping activities it is essential that 
our offices in this and foreign coun- 
tries shall obtain correct, up-to-date, 
world-wide information regarding 
Steamer Services, Port Facilities, 
Customs Regulations and associated 
matters, and perhaps our recent re- 
newals and additional subscriptions 
in quantity (14), for our principal 
offices throughout the world, may 
best indicate, to you the high opinion 
we have of the EXPORTERS’ 
ENCYCLOPAEDIA, and its prac- 
tical usefulness.” 










American Express Company 


MAIL THIS COUPON TODAY 


Exporters’ Encyclopaedia Corporation, 
280 Broadway, New York City. 


Gentlemen:—Without any obligation to us, please send 
complete descriptive literature regarding the new edition 
of the EXPORTERS’ ECYCLOPAEDIA. 
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Managing Agents for 
American-Hawaiian S. S. Co. 


INTERCOASTAL SERVICES 


To Los Angeles, San Francisco, Portland, Seattle, 
Tacoma 
Loe nd » peace ~ age 





BOSTON—SATURDAYS 


cere eee eee ee RIO. FSF BUIWAIN gee cesereeeee 


‘Dec. is Meee ee 
ORLEANS ........... Dec. 21 PANAMAN .......... Dec. 16 
eee * 28 












‘ BALTIMORE 
as Dec. 5 MONTICELLO ....... Dec. 14 
GEORGIAN ........... Dec. 9 AMERICAN ......... Dec. 23 


NEBRASKAN ....... Dec. 16 A STEAMER ......... Jan. 6 
PRRAMAN ..0.00eses . 28 A STEAMER ......... 















CHARLESTON SAVANNAH 
oo. re Wee, 6 . HRI. oc cscwscscnce Dec. 9 
SUDBURY ve. cccccces Se ey Jan. 9 

MOBILE NEW ORLEANS 

Re we ee |, Sa Dec. 30 





de ekesswss . 21 SUDBURY .......... 








PACIFIC COAST TO EUROPE 


U. 8. Pacific Coast Ports to the Principal Ports of the United 
Kingdom and Continent—Direct Fortnightly Sailings 





















Joint Services with 
Hamburg-American Line 


NEW YORK TO HAMBURG 


8.8. *MOUNT CLINTON Cichhs cieiseelts vse ened oll Dec. 7 
eS no ea ives ones ate esgewiphetesn aie Dec. 14 
ee co oS co o'b-c's obs sew sieekiosce bene een Dec. 21 
Me ee ee eee Dec. 28 
i Se CORIO. 0550.6 n ic civic se cciiscssicndveceis Jan. 4 
I re naa winidra. asade 0-6 es amek © ensigipin eo wie ahh Sand Jan. 11 
ee Te SND ec cewink ac cnpccsesbenecoueees Jan. 18 


* Carries third-class passengers. 
¢ Cabin and third-class passengers. 


PHILADELPHIA TO BREMEN AND HAMBURG 


8.S. ALTMARK (via Baltimore and Norfolk).......... Dec. 19 
S.S. EMDEN (via Baltimore and Norfolk) 





BOSTON TO BREMEN AND HAMBURG 
8.S. CALLISTO (via Baltimore and Norfolk).......... Dec. 5 
A STEAMER (via Baltimore and Norfolk) 


BALTIMORE TO BREMEN AND HAMBURG 





SB. CALLISTO Cela -PPte) icc ices ccwccpscccccdscbes Dec. 12 
SB. RE CVE. TRONS ccc ccccccccccvccnscpees Dec. 27 
Me a errr re eee Jan. 12 


NORFOLK AND NEWPORT NEWS TO BREMEN 
‘AND HAMBURG 

DR. CAARIEE . . ov cnsverswnveiscersseegberese cogsbes Dec. 14 

8.8. ALTMARK 

A STEAMER 















NEW ORLEANS TO BREMEN AND HAMBURG 
8.8. WESTERWALD ....%......cccccees Last Half of November 
B.S. BCIPWARE WARD cocsicressecsscres First Half of January 


Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 


General Offices: 39 BROADWAY, New York 
Telephone Whitehall 1020 
WESTERN FREIGHT OFFICE: 
CHICAGO, 327 South LaSalle Street...... Phone Wabash 4891 


BRANCH OFFICES: 
BALTIMORE, Maryland Casualty Tower Bldg..Phone Plaza 7330 
BOSTON, 40 Central Street 











pumeeewale gene Phone Congress 3084 
CLEVELAND, 242 The Arcade.............. Phone Main 2150 
PHILADELPHIA, Bourse Bldg.......... Phone Lombard 7050 
PITTSBURGH, Oliver Bldg................ Phone Grant 7431-2 
ROCHESTER, Commerce Bldg................ Phone Main 7150 

AGENTS: 
po of ee ror John M. Born, 1108 Candler Bldg. 
IL.” cic mnied'sh sgh ale walwkieaiestevaeale Street Brothers 
IETS 2 sath alana: 9 6:bves'iaud iat 4:0 deine etaano'o-e- 4.0 veka Page & Jones 
Ts oc ccisvcccusseccsososse evan Richard Meyer Co. 
DEV Es hos said db db danse essere awe M. J. Hogan & Co. 


GENERAL PACIFIC COAST AGENTS: 
SAN FRANCISCO..Williams, Dimond & Co., 310 Sansome St. 
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inference that part of the damage was suffered while the goods 

were in the hands of the defendant carrier.—Ibid. 

Offer to Pay for Lost Article on Proof of Value Admissible as 
Admission of Liability; Admission of Offer of Compromise 
Harmless When Prima Facie Case Not Rebutted: 

A request by the defendant, in a communication to the plain- 
tiff prior to the institution of the suit, that the plaintiff made 
proof of the value of one of the articles lost, and that such 
amount would then be paid to the plaintiff is, when offered in 
evidence, not subject to the objection that such offer was in the 
nature of a compromise. It was evidence of an admission of 
liability for loss of the article mentioned. However, since under 
the above ruling a prima Facie case of liability in favor of the 
plaintiff was not rebutted, the question of liability was not in 
issue, and the admission of such evidence, even if in the nature 
of a compromise, was harmless to the defendant.—Ibid. 

Verdict Held Authorized: 

The verdict for the plaintiff was authorized by the evidence. 
—Ibid. 

Marine Insurance Agent Not Authorized to Bind Owner of Cargo 
by New Contract with Railroad: 

(Circuit Court of Appeals, Ninth Circuit.) Agent of marine 
insurance company, who claimed to represent owner of silk cargo 
and underwriters, could not bind indorsee of bills of lading by 
contract with railroad which provided that the silk, which was 
wet and because of fermentation could not be forwarded under 
the original shipping contract, should be transported by “silk 
train service” at the rate of $7.50 per 100 pounds, as against 
$1.75 stipulated in the bills of lading, and required such indorsee 
to pay for icing, and to provide attendants to wet down the silk 
while at the dock and en route.—Davis, Director-General of Rail- 
roads, vs. American Silk Spinning Co., 282 Fed. Rep. 954. 

Chief Clerk of Carrier Not Authorized to Make New Contract 
for Transportation of Cargo, which, Because of Wet Condi- 
tion, Could Not Be Forwarded Under Original Shipping 
Contract: 

Chief clerk in charge of clerical work of railroad at its office 
at a dock was not authorized to bind railroad by making new 
contract for transportation of silk cargo, which, because of its 
wet and fermented condition, could not be forwarded under the 
original shipping contract, the words “clerk” or “chief clerk” 
being suggestive only of clerical functions, and not of discre- 
tionary power to make important contracts.—lIbid. 

Carrier Not Bound by Clerk’s Unauthorized Contract, Because 
of His Accepting Goods and Loading Same on Cars: 
Where new contract for transportation of cargo, which could 

not be forwarded under original shipping contract because of 
its wet condition, was void, because made by clerk without 
authority to bind the railroad, the fact that the cargo was ac- 
cepted and a part of it loaded on the cars did not make railroad 
bound by such contract, where the acceptance of the shipment 
and the loading thereof was done by such clerk or under his 
direction, since, if the clerk was not authorized to bind the rail- 
road by express agrement, he was not authorized to take pos- 
session of the goods and load them in the cars.—Ibid. 


AFFIRMS DISMISSAL OF N. Y. C. CASE 


The Supreme Court this week upheld lower court orders 
dismissing suits brought by the General Investment Company 
against the Lake Shore & Michigan Central et al., seeking to 
prevent the consolidation of the New York Central and Hudson 
River Railroad Company, the Lake Shore & Michigan and nine 
other railroad companies, on the ground that such consolidation 
would be in contravention of the Sherman and Clayton acts. 
The action was brought originally in a state court and then 
transferred to a fedral court, finally reaching the U. S. Circuit 
Court of Appeals for the Sixth Circuit, which upheld the dis- 
missals. The effect of the Supreme Court’s ruling is that the 
plaintiff could not get relief by the method employed, because 
the state court had no jurisdiction under the federal acts, and 
that the transfer to the federal court did not correct the matter. 





o, 
—oe 


Personal Notes 





oo 

The Louisville & Nashville announces that L. F. Kemper is 
appointed general agent at Cincinnati, O., vice E. C. Arnold, who 
died. E. L. Blandford is appointed general agent, Pittsburgh, Pa., 
vice Mr. Kemper. 

The Buffalo, Rochester and Pittsburgh Railway Co. announces 
that Bdward A. Niel is promoted to the position of freight traffic 
manager. Everett D. Davis is promoted to general freight agent, 
Rochester, N. Y. Webster H. Francis is promoted to assistant 
general freight agent, Rochester, N. Y. The position of chief of 
tariff bureau is abolished. 

The Missouri, Kansas & Texas Railway announces that Har- 
vey Allen is appointed assistant general freight agent, with head- 
quarters at St. Louis. 

The Georgia & Florida Railway announces that the position 
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of general freight and passenegr agent is abolished, and D. F. 
Kirkpatrick, formerly occupying this position, as promoted to the 
position of assistant traffic manager. 

J. H. Garrity is appointed western freight agent of the 
Buffalo, Rochester and Pittsburgh with office at Cincinnati. James 
C. Gross is promoted to division freight agent at Pittsburgh, vice 
J. H. Garrity. 

George Stephen, freight traffic manager of the Canadian Na- 
tional Railways, has resigned to accept other service. 

The Pittsburgh, Lisbon & Western Railroad Company an- 
nounces that the office of general freight and passenger agent is 
abolished. E. G. Heilbronner is appointed traffic manager. 

J. F. Hartley, formerly traffic manager for the Purity Ex- 
tract Company, Chattanooga, has been appointed traffic manager 
of the O. B. Andrews Company, Chattanooga, effective January 1. 

In the Traffic World report, in the November 25 issue, of the 
express rate hearing, T. D. Guthrie, traffic manager of the Amer- 
ican Wholesale Grocers’ Association, was incorrectly referred to 
as traffic manager of the National Wholesale Grocers’ Associa- 
tion. 

W. A. Prinsen, secretary and traffic manager for the North 
Western Coal Dock Operators’ Association, has resigned, effective 
December 1, to become associated with the Inland Coal and Dock 
Company at Minneapolis. Mr. Prinsen became traffic manager 
for the association in 1919 and secretary in addition in 1921. 
Prior to his work with the association he was a general railroad 
freight agent at Minneapolis for a number of years. 

The Richmond-New York Steamship Company announces that 
S. A. Oyen, former general manager, has been elected vice-presi- 
dent and general manager. B. H. Wharton, former soliciting 
freight agent at Richmond, has been promoted to the position of 
commercial agent, with headquarters at Huntington, W. Va. W. 


M. Cooley has been appointed soliciting freight agent to succeed 
Mr. Wharton. 


DOINGS OF THE TRAFFIC CLUBS 


The next meeting of the New York Traffic Forum will 
be held at the Tribune Building, New York, December 9. The 
speaker will be Thomas P. Brenack, of Brenack, Inc. He will 


address the meeting on export boxing and packing, as it relates 
to traffic. 





The report of the secretary, at the annual meeting of the San 
Antonio Traffic Club, organized in December, 1921, showed that 
in less than a year the organization had grown from 47 to 118 
active members. The following officers were elected: President— 
Wallace Carnahan, Jr.; 1st vice-president—G. D. Goodloe; second 
vice-president—C. C. Williams; third vice-president—J. F. Dolard; 
secretary-treasurer—R. L. Gohmort; directors to serve two years 
--Ed. McClanahan, Joe E. Carroll, Jr., R. H. Schultz. 





The traffic clubs of Kalamazoo, Mich., and Marion, Ohio, are 


the 34th and 35th clubs to apply for membership in the Associated 
Traffic Clubs of America. 





At the annual meeting of the Traffic Club of New York, No- 
vember 28, the following officers were elected: President—Frank 
W. Smith (Chairman, Official Classification Committee); vice- 
presidents—Frank H. Plaisted (Assi. Director of Traffic, South- 
ern Pacific Railway), John McAuliffe, Jr. (Traffic Manager, Nor- 
ton, Lilly & Co. S. S. Line); secretary—Charlton A. Swope (Gen- 
eral Eastern Freight Agent, L. & N. Railroad); treasurer—Frank 
C. Earle. Board of governors, one year—Mr. Charles B. Sexton 
(General Agent, Northern Pacific Railway); three years—Mr. 
Tullis Talmadge Harkrader (Traffic Manager, American Tobacco 
Co.), Mr. Nat Duke (Traffic Manager, Delaware. Lackawanna & 
Western Railroad), Mr. William N. Agnew (Traffic Manager, 
Worthington Pump Company). In his address, President Smith 
said: 


I think it will be admitted by all that there is too little transporta- 
tion, too much control by labor, too much regulation by states and 
federal althorities, one too little railroad credit. The question which 
precipitates itself is: Is the ent railroad credit sufficiently attract- 
ive, limited to a return of 5% to 6 per cent, to induce investment of 
six billion dollars which it is now estimated is urgently needed in 
order to allow the carriers income sufficient to meet the cost of 
efficient operation, of adequate upkeep, or required expansion, and of 
necessary financial assurance? It is my firm belief that here is where 
such organizations as ours can cooperate and help restore credit, which 
is the only means whereby the carriers have to rehabilitate them- 
selves. On the other hand, there is nothing left but receiverships or 
government ownership. You have already experienced thirty-two 
months under federal operation and guarantee. In all earnestness, I 
ask you, do you want to repeat it, or would you have efficient opera- 
tion under private ownership restored? The issues are clean cut; 
railroad credit restored and efficient operation under private owner- 
ship; receiverships or government ownership. We, who are so vitally 
interested, are the ones to determine which road we will travel. 


F. & N. NOTE ISSUE 
The Fredericksburg & Northern Railway Company of Texas 
has applied to the Commission for authority to issue six notes 
aggregating $65,000 to be used in payment of a matured and 
unpaid obligation of similar amount. 
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= and the touch we other. The rates for  Sforage—Feel. Cars Our Specialty 
S = follows: First ‘ 1. 


classified aioe 00 fine, 
minimum. charge $3.00; succeeding insertions, : ft at ag 


Eg op ee a ee BH. BRADLEY & Co. 


‘Pteenat’ Service  ** Quick Despatch 


—— 418 South Market Street, Chicago. TI. 


——————— 
POSITION WANTED—Traffic Manager or assistant; thoroughly 

experienced, railroad, industrial, import and export; rail and ocean 

rates, routing, insurance, claims; fluent correspondent; executive abil- 

ity; employed: seeks position offering greater responsibility. Highest 

credentials, Address S. L. 495, Traffic World, Chicago. Cc Ww I Cc A G oO 
POSITION WANTED—Competent Traffic Manager or Claim Agent 


desires connection with greater opportunity; railroad and commercial 

experience; familiar all lines traffic and accounting work; freight e 

claims especially; excellent references. Address I. R. C. 493, Traffic 

World, Chicago. 
POSITION WANTED—in traffic department where hard, con- 1020 South Canal Street, near Tayler Street 

scientious work will be appreciated. Married man, eight years’ ex- 


eam of Every Deseription—City Delivery Serviee and Carica 
perience, shipping, three years’ study on traffic. Real opportunity ¥ " oe nten . s 
oe hy to start no st ee icnanes: Benedict J. Impellitteri, 142 


waco, TELA THE HEART OF TEXAS JACKSONVILLE, FLA. 
Weatherred Transfer and Storage Co. WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and a 
MODERN FACILITIES FOR Prompt and intelligent servi 


References: Any jobber, ‘nile Ciaagaseaitetantatin ae. 
DISTRIBUTING—WAREHOUSING DEEP WATER AND RAIL CONNECTIONS 
One Block on Mary at 13th Street 


TOLEDO, OHIO 











CONTINENTAL WAREHOUSE COMPANY 

The Toledo Terminal Warehouse Co. 416-434 West 12th Place, Chicago, Ill. 

928-930 GEORGE STREET Sprinkled Warehouses in the heart of the 
TOLEDO, OHIO Freight Terminal District. 


STORAGE OF MERCHANDISE Merchandise Storage and Distribution Specialists. 
Special Attention to Pool Car Distribution 








- Consider our facilities for handling 
your shipments to and from 


CALIFORNIA 


Full information and 
Descriptive Pamphlets mailed on request 


PUBLIC WAREHOUSES AND DOCKS 
SAN FRANCISCO, SACRAMENTO AND STOCKTON 


Associated Terminals, 


General aces 324 Sansome Street, San Francisco 


GENERAL STORAGE 


POOL CARS 


DISTRIBUTION 






ROCHESTER, NEW YORK 
General Storage Carload Distribution 
Members American Warehousemen’s Association and American Chain of Warehouses 


B. R. & P. WAREHOUSE, Inc. 
Fook. CARS 


RECEIVED, CHECKED, DISTRIBUTED 
RESHIPPED IN LESS THAN CAR LOTS 


PITTSBURGH DISTRIBUTING CO. 


601 Empire Building, PITTSBURGH, PA. 
Established 1910 Phone 1574 Smithfield. 


DALLAS, TEXAS 


Distribution and Warehousing 


The Inter-State Forwarding Company 


Package Cars to Mexico 


Package cars are operated daily out of Dallas to Laredo for 
Mexican points. Goods consigned in our care will reach this car. 
We Specialize on Distribution and Storage 
of Merchandise of All Kinds 
OUR SERVICE IS PROMPT. OUR RATES REASONABLE 


We maintain a rate bureau. Freight rates furnished 
upon application. Correspondence solicited. 












Break-Bulkat Cincinnati 


USE US TO: 


FORWARD BREAK-BULK SHIPMENTS 
MAKE LOCAL DISTRIBUTION 
COLLECT DRAFTS 

HANDLE POOL CARS 

ADVANCE ON WAREHOUSE RECEIPTS 


We’re up on our toes for service. 


THE BRIGHTON TRANSFER CO. 
FIREPROOF STORAGE 
CINCINNATTI, 
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Questions and Answers 


In this d stions of both pe ot ond 
praphical mature that pr = 
erstate commerce law. 


Fs. . mmo 

will give his opinion in answer t hcg | me of curfews ees deparcment to the law 3 

3 gies ps ton off e relating Wo peated’ athe 

a e knowledge will answer questions rela ; 
ms. We do not desire to the place of the traffic man but to 


elp him in his work. Persons desiring immediate answer mait-or= 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too — lex for the kind of investigation herein contemplated. 
ress Questions and Answers Department, 
Traffic eine Corporation, Colorado Building, Washington, D. c 





fe 
Procedure for Establishment of Commodity Rates 


Kansas.—Question: Please advise the proper procedure to 
get a commodity rate established on a newly manufactured 
product. Should the matter be handled through the railroad 
traffic department of the Interstate Commerce Commission? 


Answer: The proper procedure to pursue in order to secure 
rate on a newly manufactured product is for the shipper thereof 
to furnish the carrier with complete information as to the 
character of the shipment, its weight, analogy to any other com- 
modity having a commodity rate between the points to and from 
which rates are desired, and any other facts which will enable 
the carrier to arrive at a conclusion as to the rating to apply on 
the shipment, and if possible, a statement as to the specified rates 
the shipper feels should be established by the carrier on this com- 
modity. This will insure more prompt action on the part of the 
carrier. Of course, in the event the carrier fails or refuses to, 
within a reasonable time, establish rates which the manufacturer 
believes he is entitled to, the only recourse is for the manufacturer 
to file a formal complaint with the Interstate Commerce Commis- 
sion asking the Commission to, after a consideration of the 
facts before it, order the establishment of the rates desired. 


Routing—Terminal Delivery Should be Specified 

Minnesota.—Question: A short while back our Springfield, 
Ill., branch shipped to our St. Louis branch a carload of ma- 
chinery. They billed this merely to the branch showing its 
destination at St. Louis, Mo. Our branch has a warehouse 
industry. track at St. Louis. The delivering carrier did not 
phone or get written orders as to the disposition of this car 
but immediately placed it on the public team track nearest to the 
consignee’s place of business as shown in the city directory. 
It was then necessary for our branch to arrange that the car 
be switched over to its industry track. Will you please advise 
if we are liable for the switching charge applying on this last 
move? 


Answer: In the event that the industry track of your 
branch house is a part of the terminal facilities of the road haul 
carrier serving the point of origin, it is our opinion that inas- 
much as the shipment was billed to your branch house, this fact 
was in itself enough to insure delivery.on the tracks of your 
branch house, as.the-earrier knows or ‘should know, that such 
a track exists, and in the absence of instruction to the contrary, 
should make delivery therein. If, however, the industry track 
of your branch*‘house is located on a connecting carrier, it is 
our opinion that no obligation rests upon the road haul carrier 
to ascertain where delivery should be made of your shipment, in 
the absence of delivery instructions in the bill of lading, and 
that switching charges must be paid for the movement from the 
team track of the road haul carrier to the industry track located 
on the switching line. 


Claims—Proper..Party to File 

Missouri.—Question: Ashipment of one hog from the Co- 
lumbian Stock Farm, Grandview, Mo., consigned’ to some one 
else other than ourselves, destined to another point ‘in Missouri. 

Suppose we were to file a claim with the Express Company 
for loss of this hog, is it absolutely necessary that it be filed 
over the signature of the “A” Stock Farm as consignor, or 
would it be permissable to handle same under the name of this 
company?- You understand that the ownership of both com- 
panies is the same. Will you please advise whether the Express 
Company have in effect a rule or regulation or whether there is 
a legal mandate that would compel us to file the claim under 
the name of the “A” Stock Farm and not the “B”’ Company? 

Answer: While it is customery for the consignor or con- 
signee to file a claim for loss or damage, we see no reason, if 
it is a fact that the actual consignor of the shipment is in reality, 
under the same ownership as your company, and proper explana- 
tion is made to the express company, you should be denied a 
settlement of the claim, particularly if the property release is 
executed by the consignor of the shipment. 

Under the decisions of the courts of your state an assignment 
of a cause of action may be made by a consignor and the as- 
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signee therof may bring an action thereon for the loss or eéadury 
to goods against the carrier. 
Application of Eastbound Basing Books 
Pennsylvania.—Question: (1) Union Line Basing Book 


ennsylvania as Br orc DoE. Doin then re- 
ia. Brick. Tariff..F- re is not con- 





SS Sver, upon 







on& Pennsylvania, 
wuld it be correct 


=®to-use rates as given in the tariff to a porst taking Leckrone, 


Pennsylvania, rates in Union Line Basing Book? 

(2) Shipment of building tile from Minerva, Ohio (P. R. R.), 
to Peytona, West Virginia (C. & O.), is not specifically covered 
in Pennsylvania Tariff F-1460, and as Items 15 and 20 permit 
the use of B. & O. and Union Line Basing Books, we obtain from 
the B. & O. guide a rate of 5.3 per 100 pounds over the rates to 
St. Albans, West Virginia. However, there is not a specific 
rate published to St. Albans, West Virginia. Therefore, it is 
necessary to use Charleston, West Virginia, rate as: the rate 
applying to St. Albans, West Virginia. From this method, the 
through rate to Peytona, West Virginia, would be 5.3 per 100 
pounds over the Charleston, West Virginia, rate. 

My contention is that the foregoing application is not 
correct, due to the fact that neither Peytona, West Virginia, nor 
St. Albans, West Virginia, are shown in Pennsylvania basing 
book. viz. Union Line, and the rates, therefore, should be made 
on a combination of locals. This particular question has aroused 
much interest among the members of a traffic club to which 
I am a member, in fact, this club obtains four different answers. 
Therefore, detailed information as to the correct application will 
be appreciated. 

Answer: (1) Item 15, P. R. R. Brick Tariff I. C. C. 1460 
provides that rates named in that tariff to certain basing points 
(including Leckrone) will also apply to stations taking same 
rates specified in Basis for Freight Rates, Eastbound, named in 
this item. This item includes Union Line Basing Book, Smith’s 
I. C. C. 18. The fact that the Leckrone rates are, in the brick 
tariff, made the same as Fairchance does not remove their 
application to points taking Leckrone rates in the basing book. 
Using the Fairchance rates is only a step in determining the 
Leckrone rates, and having determined them, they are extended 
by Item 15 to include points in the basing book listed as taking 
Leckrone rates. 


(2) On the shipment from Minerva, on the P. R. R., destined 
Peytona, Tariff F-1460 does not contain any rates to either 
Peytona or St. Albans. It does contain rates to Charleston 
but Item 20 does not authorize extension of the Charleston rate, 
named therein to points taking Charlestown rates in the B. & O. 
Basing Book. Union Line Basing Book is not involved. 

While Peytona takes an arbitrary over Charleston, because 
St. Albans takes the Charleston rate, there is no authority to 
apply this from local points on the Pennsylvania Railroad. (See 
Circle Reference (1), page 124). If it were not for this restric- 
tion and if Pennsylvania Brick Tariff F-1460 authorized the use 
of the basing book in connection with the Charleston brick rates 
named therein, the Charleston rate, plus the arbitary would 
certainly apply at Peytona., The situation would be the same 
in principle as in case of the Leekrone rates. 


Diversion or Reconsignment Aftér Arrival at Original Billed 
Destination (a) Before Placement, (b) After Placement, for 
Unloading at Original Destination. 
Pennsylvania.—Question: Under date of October 14th, 

Pennsylvania Car 286217, loaded with steel plates, was shipped 

from Coatesville, Pennsylvania, (P. & R.), consigned to our- 

selves at Allentown, Pennsylvania, P. & R. delivery, the Lehigh 

Valley Railroad being embargoed at the time, preventing ship- 

ment moving to Fullerton, Pennsylvania, Lehigh Valley delivery. 

Shipment arrived Allentown, Pennsylvania, on or about October 

17th, and under date of October 17th, we gave written instructions 

to the Agent at Allentown, requesting reconsignment of this 
car to ourselves at Fullerton, Pennsylvania, Lehigh Valley deliv- 
ery—the Lehigh Valley Railroad having agreed to accept the 
shipment. Reconsignment was effected and shipment delivered 
at Fullerton October 2ist, and freight charged at the rate of 

17% cents, Coatesville to Allentown, and 11% cents, Allentown 

to Fullerton, plus a reconsigning charge of $6.30. 

Please advise if the through rate from Coatesville to Fuller- 
ton can be protected on this shipment and if so, recite tariff 
authority. We feel that we are entitled to the through rate 
on this shipment, plus a reconsigning charge, inasmuch as the 
shipment was reconsigned at a point on the route via which the 
through rate applies. 

Answer: Rule 2, P. & R. I. C. C. J-8268, provides that the 
through rate from points of origin to final destination applicable 
via the reconsigning point will be applied, plus reconsigning 
charges, but this in qualified by the provision, “whether ship- 
ments are handled at local, joint or combination of intermediate 
rates.” 

Rule 10 provides that, if reconsigning instructions are re- 
ceived after arrival at original billed destination, or its terminal 
yard, a reconsigning charge of $6.30 shall be made. This does 
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‘ || Are You PAYING DRAYAGE CHARGES at NEW ORLEANS 

: ON IMPORTS AND EXPORTS? OUR MODERN SHIPSIDE WAREHOUSES, 

. SERVED BY A 600-FOOT DOCK, CAN SAVE YOU THIS EXPENSIVE ITEM 

, COMMERCIAL WAREHOUSES (°-F: guxnincuam.) Modern Warehousing Service 

Vy 

| Ate, WAREHOUSE 
: ‘ dl :  ; si te A Your Stocks With Us 
° | Storage Warehouse fompany | | eaememmrritiermammiagte 12,0005 Fe. Space 


; MERCHANDISE Tone =O DENVER 


















ig Serves Two Million Population 
1 i pi etinl ‘ 
DISTRIBUTION and WAREHOUSING Send Pool Cars in our care for distribution. 
ch WRITE US FOR RATES 42 teams and trucks insures prompt service 
= to customers and satisfaction to you. 
i 
om The Kennicott-Patterson Transfer Co. 
ts 1700 Sixteenth‘St. 4 DENVER, COLORADO 
ne 
in 
1’s 
ck 
pir 
a INLAND MARINE CORPORATION 
he Provides PY R22! > 
ed Low All- Water Freight Rates Wi N FRI FRIGHT HT R Nie 
ng 
M The New York State Barge Canal Route 
From 
ler 
on New York Harbor Points Issued for the benefit of shippers who 
te, to . want to know their Freight Rates with- 
0. Buffalo, N. Y. Detroit, Mich. Milwaukee, Wis. out the high cost of maintaining a file 

Cleveland, Ohio Duluth, Minn. St. Paul, Minn. of Railroad tariffs 
IS€ Chicago, IIl. Minneapolis, Minn. St. Louis, Mo. S. 
to and Service that has satisfied the most 
~n Points in the Same Rate Territories exacting, for over Eleven Years. 
me COMPANY’S OFFICES The only Publication of Freight Rates 
tes NEW YORK CITY, 15 Moore St Tel. Sout Gacen 3088-8 that covers both Class and Commodit 

Elli 8203 : wale y 

uld MINNEAPOLIS.” 2 gaz Eilicote Tol. lr adooe 0596 Rates and makes reference to the tariffs 
me from which the information is taken, 
led ij i A convenient record of rates issued in 
for loose leaf form and served with a monthly 

TAC O Vi A WAS be ie distribution of revised pages covering 
th, & 
ed ¥ changes. 
ot This service can be placed in your 
ne Whitworth Transfer & Storage Co., Inc. -~ traffic or shipping department at a sub- 
ry. \ scription cost of $24.00 per year. 
ber = 
~~ 00L as = } LET US SEND YOU SAMPLE PAGES 
liv- 

N PACIFIC NORTHWEST 

the es wer W. J. HARTMAN, PUBLISHER 
of ; 732 FEDERAL ST.. CHICAGO. U.S. A. 
of MERCHANDISE STORAGE | 
; NO SWITCHING CHARGE ON CAR LOAD LOTS 
er- 
riff Write for Condensed Schedule of Comparative Class Rates Applying 
ate to Principal Points in Pacific Northwest 
the 
the 
the 
ible 
ing 
hip- 
late h CART ING 
oul 4 aI; arm a Bae 
inal QUEEN C City QUEEN city § Agar sah aad 


WAREHOUSE CORP -= WAREHOUSE CoR 


ee, | IO SENECA ST. (efUAT 





1208 


not subject shipment to the combination of locals to and from 
Allentown. There seems to be only two sets of circumstances 
under which the combination would be in order, if the through 
rate is published to apply through point of diversion, and ship- 
ment is reconsigned to a point beyond switching limits of original 
destination, viz: If more than one charge in destination is 
required, or if car is reconsigned after placement on a private 
siding or industry track, for unloading. Neither of these would 
seem to fit your case. 

While the P. & R. will not accept shipments reconsigned to 
an embargo point, the fact that Fullerton was embargoed at 
time shipment left Coatesville does not affect the rate to be 
charged. Similar circumstances were involved in Water-Tonge 
Lumber Company versus B. & O. S. W., 59 I. C. C. 229; Meeds 
Lumber Company versus Director-General, 59 I. C. C. 248, and 
in the Reconsignment Case, 47 I. €. C. 590, the Commission 
condemned a rule which prevented the shipper from reconsign- 
ing to an unembargoed point which at the time shipment left 
origin was embargoed. 

The Director-General had the rule incorporated in many 
tariffs, however, so as to prevent accumulation of shipments at 
reconsigning points to await termination of the embargo, but 
in Boston Chamber of Commerce versus Director-General, 59 
I. C. C. 75, the Commission again condemned the rule, and 
awarded reparation. In these cases, as in yours, the recon- 
signing tariff authorized protection of the through rates, while 
the carriers had erroneously charged the locals to and from 
the reconsigning point. 

The P. & R. reconsigning tariff does not carry the con- 
demned rule, merely providing the P. & R. will not accept orders 
for reconsignment to an embargoed point. We think you have 
been overcharged, providing ‘a joint through rate from Coates- 
ville to Fullerton applicable via route of movement and lower 
than the Allentown combination, was available. 


Liability of Destination Carrier for Failure to Transmit Diversion 
Instructions to Intermediate Carrier 


Minnesota.—Question. A shipment is made from a Canadian 
point to Chicago, Illinois, under a through bill of lading issued by 
the Canadian Railroad not containing the two year and one day 
clause. Subsequently, while the shipment is in the possession 
on an intermediate American carrier, instructions are given 
to the final carrier to divert the shipment to a point on the 
intermediate carrier’s line, the effect of which would deprive 
the final carrier of its haul. The final carrier fails to transmit 
the diverson order to the intermediate carrier and the latter 
continues the transportation beyond the point of diversion, 
thus necessitating a back haul, the charges for which are paid 
by the shipper under protest. 

Two and one-balf years after this movement suit is brought 
against the intermediate and final carriers to recover the freight 
charges for the back haul. Both defend upon the two year and 
one day clause contained in the American tariffs and classifica- 
tions but not the Canadian bill of lading purporting to cover 
the entire shipment. In addition, the final carrier defends upon 
the ground that the shipment never reached its rails and it was, 
therefore, under no obligation to take any action on the diversion 
order. The intermediate carrier defends upon the further 
ground that it was not responsible for the final carrier’s failure 
to forward the diversion order. 


Plaintiff claims: (1) that the two year and one day clause 
had no application because the shipment originated in Canada 
and the Canadian bill of lading did not contain this provision, 
(2) that the clause does not apply because this is an overcharge 
action, (3) that for diversion purposes each carrier is the agent 
of the others, and that in any event the final carrier, having 
accepted the order, is liable for failure to transmit it. 

Is either carrier liable? 


Answer: The two year and one day clause, carried in the 
uniform bill of lading prescribed by the Interstate Commerce 
Commission, has application only to suits for loss, damage or 
delay to shipments and is not applicable to a suit instituted for 
the recovery of an overcharge. Furthermore, even though the 
provision in question was applicable to a suit for an overcharge, 
it cannot be relied upon unless the bill of lading which covered 
the shipment contained the provision. 


With respect to the liability of the destination carrier for 
failure to transmit diversion instructions to the intermediate 
carrier, we do not locate an opinion of the Interstate Commerce 
Commission covering this question. The Commission, however, 
has held that notwithstanding the shipment has left its rails, 
it is the duty of an initial carrier to effect a diversion by its 
connecting carrier in ccmpliance with the shipper’s request for 
diversion of the shipment. Central Foundry Co. vs. Sou. Ry. Co., 
42 I. C. C. 333; Ohio Iron & Metal Co. vs. Director-General, 59 
I. C. C. 314. It is-our opinion that inasmuch as the delivering 
carrier accepted the. 8hipper’s instructions for diversion, that it 
is liable for additional freight charges resulting from its failure 
to transmit such diversion instructions to the intermediate car- 
rier if the instructions were placed in time to effect the 
diversion. 
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Routing—Rate But Not Route Specified in Bill of Lading 

Kansas.—Question: If the rate is shown on the bill of 
lading and the route left open and the carrier moves the ship- 
ment over the route, which the rate shown applies, can we file 
claim for overcharge if there is a cheaper rate via a different 
route. 

Answer: While we do not locate a case which holds that 
where a rate but not a route is specified in the bill of lading, a 
carrier is not liable for misrouting in forwarding a shipment via 
a route over which the fate applies, the Commission did hold 
in Docket 10992, Highland Iron & Steel Company vs. Evansville 
& Indianapolis Railroad Company, et al, 57 I. C. C. 459, that 
where a shipper specified a rate but not a route in the bill of 
lading, the carrier did misroute the shipments in not forwarding 
them via a route over which the rate specified in the bill of 
lading applied. 

Based upon the Commission’s finding in this case we see 
no reason why it should not be held that a carrier is not liable 
for misrouting if it forwards the shipment via a route over 
which the rate specified in the bill of lading applies instead of 
forwarding the shipment via a route over which a cheaper 
rate applies. 


Tariff Interpretation—Commodity Rate Unrestricted Applies to 
All Articles Answering the Description. 


Texas.—Question: Freight bill and bill of lading cover a 
shipment of unframed, beveled mirrors cut to size, and ready to 
be placed in frames at our factory. Freight charges were as- 
sessed as per item 5794, Agent Leland’s Southwestern Lines’ 
Tariff .1-N, I. C. C. No. 1501, these articles being carried under 
the caption of furniture in item 10, page 183, of Consolidated 
Classification No. 2, R. C. Fyfe’s I. C. C. 15. 

The western inspection bureau is contending that item 10 
will not apply as these mirrors were not in frames, whereas the 
construction that we place on this item is, that the application 
is wide open and can be applied to mirrors in frames or un- 
framed as long as the mirror is cut to size and ready to be used 
in the completion of a piece of furniture. The bureau is endeav- 
oring to rate this commodity under the caption of glass, as is 
carried in item 2, page 203 of the consolidated classification, 
which we claim is in error, as this item plainly reads, mirror 
or shock (glass), and it is our understanding that the article 
carried under this caption is unfinished mirror glass which must 
be cut and beveled before it can be glassed as a mirror. 

What is proper construction of these items? 

Answer: Page 203, item 2, of Consolidated Freight Classi- 
fication 2, reads, “Glass, mirror or shock, not framed,” etc. As 
we view this item, it covers mirror glass in the rough state, that 
is, glass to be used in the manufacture of mirrors but which 
necessarily must pass through a further process of manufacture 
before it becomes the finished article. On the other hand, you 
will note that item 10, page 183, reads, “Furniture, mirrors, 
packed in boxes or crates, C. L., minimum weight, 12,000 pounds, 
subject to rule 34,” but does not mention nor restrict same to 
mirrors in frames. Furthermore, you will note in item 5794 of 
Leland’s 1-N lists “Furniture frames,” separately. 

The Commission holds the view that when a rate is estab- 
lished on a certain commodity, to the extent the description of 
the commodity is unrestricted, the rate will apply on all articles 
answering that description. See Augusta Veneer Co. vs. South- 
ern R. R. Co., 41 I. C. C. 414, and National Petroleum Association 
ve. A. T. & 8. F. Railway, 77 I. C. C. 387. 

Therefore, it is our view that a mirror is a mirror, with or 
without a frame, and not mirror glass. Consequently, we are of 
the opinion that you are entitled to the commodity rate as car- 
ried in Item 5794 of Leland’s Tariff 1N. 

Tariff Interpretation—Grain and Grain Products—Mempbhis, 

Tennessee to Birmingham, Alabama. 

Alabama.—Question: The present carload commodity rate 
on grain and grain products from Memphis, Tennessee to Birm- 
ingham, Alabama, is 27 cents per 100 pounds, as carried in 
Agent Speiden’s Tariff 94-A. There is no specific commodity 
rate on less carload shipments of grain and grain products, the 
class D rate, which must apply, being 24 cents per 100 pounds, 
tariff authority Agent Speiden’s 1-E. This class D rate of 24 
cents has been approved by the Interstate Commerce Commis- 
sion in both directions. 

On business originating beyond Memphis, Tennessee, where 
the movement is through Memphis and where the rates break 
on Memphis, can we use the carload rate up to Memphis and the 
less carload rate of class D beyond instead of the carload com- 
modity rate of 27 cents which is higher? Practically all of the 
cars received through Memphis are loaded to their full visible 
capacity when shipped in bulk. Therefore, it is not necessary 
that the contents of the car be marked in accordance with the 


requirements of the classification covering less carload 
shipments. 
Answer: While the tariff publishing the class rate from 


Memphis to Birmingham, governed by Southern Classification 
45, has at item 100, the usual rule: that a commodity rate 
removes application of the class rate, yet the tariff naming the 
carload commodity rate of 27 cents provides in item 206 that this 
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MERCHANDISE STORAGE & FORWARDING 


DIRECT SERVICE 
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NEW ORLEANS 
MOBILE 


AND 
San Diego, Los Angeles Harbor, San Francisco, 
Portland, Tacoma, Seattle and other Pacific 
Coast Ports via Panama Canal 
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Rates quoted, bookings and a information furnished upon 
application 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 
Steele Bldg. SWAYNE & HOYT, Inc. 19 Moore St. 
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Take advantage of our service’ and 
save money. Use us for: 
Break-bulk shipments 
Local distribution 
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Handling pool cars 
We can save you money on distrib- 
uting in the South. 


CHATTANOOGA 
TRANSFER & STORACE CO. 


CHATTANOOGA TENN. FRED.A-.BRYAN Pros 





IN THANKSGIVING 


The Belt Railway Company of Chicago 
wishes to express its appreciation of 
its opportunity during the past year to 
serve its patrons and for their liberal 
response and support. 


Conditions were at times somewhat 
strenuous but by co-operation we all 
pulled through with a fair degree of 
success. 


If you have developed the habit of rout- 
ing your cars through Chicago Gateway 
via BRC we trust your experience will 
enable you to reciprocate our satisfac- 
tion. If you have not developed this 
habit try it, you will find it worth while. 


GEO. J. SHREEVE FRANK A. SPINK 
General Superintendent Traffic Manager 


47 W. Polk Street, Chicago 
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rate is subject to all rules of the classification governing the 
class rates from and to the same points. 

If the car be fully loaded, the charge on the shipment therein 
must. not, under rule 15 of Southern Classification, exceed the 
charge for the same lot of freight if taken as a less than carload 
shipment, and if exempted from marking by rule 6, section 2, 
note 6 of this classification, that is, if the shipment fully occupies 
the visible capacity of the car or weighs 24,000 pounds or more, 
it is clear that the conditions attaching to the commodity rate 
makes the less than carload class rate of 24 cents applicable on 
grain and grain products rated D in Southern Classification. 
This, however, would not relate to unpacked shipments, as the 
classification does not permit less than carload shipments of 
these commodities in bulk, and, of course, has no reference to 
the separate rate factor from point of origin to Memphis. 


Tariff interpretation—Guide Book vs. Intermediate Application 
Bases for Rates 


Maryland.—Question: Specific rates were published on iron 
and steel rails from Huntington, West Virginia, in Agent Kelly’s 
I. C. C. No. 848, to points on both sides of a given destination. 
The destination, itself, does not appear in Agent Kelly’s I. C. C. 
No. 848, but under the intermediate application, as per item 172, 
same rate as applies to the two points may be applied to the 
intermediate point. 

It so happens that by the operation of B. & O. Railroad, 
East Bound Guide Book, the given destination is subject to Bel- 
ington rates, and a lower rate is applicable to Belington and 
points taking same rate through the operation of the guide book, 
than the rate that is specifically published to points on either 
side of the destination. 

Question now arises which of these two rates is the legal 
rate. There is no question but that where the destination a 
point located on either side of the given destination, the specific 
rates would take precedence over rates arrived at through the 
application of the guide book. It is, therefore, my contention 
that the legal status of this rate that is arrived at through the 
operation of the intermediate clause is exactly the same as if 
the rate was specifically published to that point the same as to 
points on both sides of it, and, therefore, the rate that should 
be applied in preference to any group rate arrived at by using 
the east bound guide book. 

Answer: Item 172, Agent Kelly’s I. C. C. 848, reads in part, 
“Rates to intermediate stations, “except as otherwise provided 
for herein or in the eastbound basing books enumerated in item 
20, to any station of destination in the United States to which a 
specific rate is not named, * * *.” 

Note the restriction, “except as otherwise provided for 
herein or in the Eastbound Basing Books enumerated in item 
20.” This exception, in our opinion, disposes of your question by 
removing the application of the intermediate clause when the 
destination in question is covered by the Basing Book (enumer- 
ated in item 20), and leaves the Basing Book basis as the only 
legal basis to be applied. 

For the purpose of argument, however, and to further illus- 
trate the application of Basing Books versus the Intermediate 
Application, suppose the “intermediate clause” was not so re- 
stricted. You will note that the heading over the raes in this 
tariff reads, “General Commodity Rates—To the Following Basing 
Points: Albany, Baltimore, Belington, etc., and Basing Points 
taking same rate as provided on pages A-175 to A-234. For ap- 
plication of rates to other stations, see item 20.” 

Consequently, if your destination is not found on the pages 
of this tariff, referred to, you are compelled to refer to the 
Basing Books enumerated in item 20 before restoring to the 
Intermediate Application. In other words, the Basing Books are 
an essential part of this tariff, and when they provide a basis 
for your rate, such basis removes the application of the inter- 
mediate rule in this tariff. See 26 I. C. C. 97. 

Milling—iIn Transit—in Connection With Back-Haul Movement 

New York.—Question: If a shipment passes through point 
A and is accorded transit at B, what rate would apply if it is 
back-hauled to junction point A and forwarded to C? 

We contend the back-haul charge from B to A, plus the 
difference in rate between C and B, as B takes a Syracuse rate 
and C, a Philadelphia rate, should govern. The railroad claims 
that a shipment of this character would be subject to local rates 
only. Please cite court decision governing in trunk line terri- 
tory. 

Answer: Since milling-in-transit rules are not uniform 
throughout the country, especially with regard to transit involv- 
ing back-haul movements, the basis for both rate and back-haul 
charges are being defined in the individual carrier’s tariff cov- 
ering the transit situation at each milling point on its line, it 
will be necessary that you cite the point of origin, point of 
transit, point of ultimate destination, actual route of total move- 
ment, name of junction point, the tariffs involved, citing Inter- 
state Commerce Commission tariff authority, with specific out- 
line of the controversy, in order that we may give an intelligent 
answer. A question involving interpretation of particular tariffs 
which can not be settled by rules of interpretation can be an- 
swered only by reference to the tariffs themselves, which should 
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always be cited by the Interstate Commerce Commission num- 
bers. 
Tariff Interpretation—Mixed Carload Rules 

Ohio.—Question: Does item 100, section 2, page 57 of 
Speiden’s Carolina Grain Tariff: 117-A, I. C. C. 632, permit the 
loading of, say 20,000 pounds of bran rated in southern classifica- 
tion as class D, and 20,000 pounds of flour rated class C at the 
carload rate applicable on each item at the minimum of 40,000 
pounds on the car, or is the shipper required to pay the less car. 
load rate at the actual weight on each part of the mixtures? 
Rule 10, section 2 of the consolidated classification does not 
permit the mixing of carload shipments moving on commodity 
rates except fertilizer and special iron and steel. The classifica- 
tion also gives flour and feed any quantity rating in southern 
territory. In our attempts to ship mixed cars of grain products 
we have met with varied interpretations of this item in Spieden’s 
tariff. Your opinion will be appreciated. 

Answer: Section 2, item 100, above tariff list the grain 
products on which the rates named in this tariff apply; then, 
you will note, it reads “in straight or mixed carloads, or in 
mixed carloads with other articles (other than grain), when 
tariffs provide that the grain, grain products or grain by- 
products (flour, meal, etc.) commodity rates apply on such mikx- 
tures.” 

This item is, in our opinion, nothing more than a list of the 
grain products and the authority for the minimum weight. It 
speaks of “mixed carloads,’ but you will note that this expres- 
sion is qualified by the phrase, “when tariffs provide that the 
grain, grain products or grain by-products, etc., commodity rates 
apply on such mixtures.” In other words, it does not, in our 
opinion, authorize mixed carloads but refers you to the tariff 
naming the commodity rates for this authority. This same 
tariff, of course, names the rates in question, but does not in any 
instance, as we read it, authorize the mixture of bran and flour. 
Shortage Resulting in Difference in Marked Tare Showed by 

Shipper and Actual Tare Obtained by Consignee 
lowa.—Question: We had a car of coal shipped to us from 
a point in Illinois on August 26, 1922. The shipper’s weights on 
this car were as follows: Gross, 127,200 lbs.; tare, 32,100 lbs.; 
net, 95,100 lbs. 

Our weights were as follows: Gross, 127,100 lbs.; tare, 33,880 
lbs.; net, 93,220. 

Shipper’s weights were taken by weighmaster of the Big 
Four Railway Co. Weight certificate does not state that he is 
weighmaster for the inspection bureau. Our weights were 
taken under supervision of the Western Weighing and Inspec- 
tion Bureau by one of their weighmasters. The shipper used 
the marked tare of the car, which tare weight was taken August 
16, 1919. Our tare was actual, taken after car had been thor- 
oughly cleaned out. 

You will note that the two gross weights are within 100 lbs. 
of each other, showing that there was no loss in transit. Prac 
tically the entire shortage is due to the difference between 
marked tare used by shippers and actual tare obtained by us. 


Are all weighmasters for railroad companies under the 
supervision of one of the weighing and inspection bureaus? If 
the weight taken by the shipper was under a weighing inspec 
tion bureau’s supervision, will marked tare used by them take 
preference over actual tare obtained by us? We maintain that 
using a marked tare is not obtaining a proper weight on a ship- 
ment in accordance with weighing inspection bureau rules. 


Shippers avoid the point we made that actual tare at 
destination should take preference over marked tare at point of 
shipment and state that if they used consignee’s weights it 
would be necessary for them to issue credit memorandums con- 
tinually and that our claim is with the railway company. The 
railroad company, of course, is not liable as there was no loss in 
transit. 

Please note also that the marked tare used by shipper is 
over three years old and there has been plenty of time for con- 
siderable change to have been made in the weight of this car 
due to repairs having been made on same. 


Please advise if our stand is correct that shipper should 
issue us a credit memorandum for the difference in weight. 

Answer: The weighing of freight by carriers is generally, 
if not always, under the supervision of the railway weighing 
bureaus. In the instant case the liability of the shipper for the 
apparent difference in weight resolves itself into a question of 
proof. Ordinarily weights are based on the difference betwee! 
the gross weight obtained when the car and tentents are weighed 
and the marked tare weight of the car. Assuming that the 
weight arrived at under the second weighing of the car are COI 
rect, and judging by the gross weight obtained, they are, the 
difference is due to the variance between the marked tare of the 
car and the tare weight found by the second weighing. 

We would suggest that the carriers be asked to re-weigh 
the car for the purpose of correcting the marked tare weight 
thereof and to confine the weight obtained under the supervision 
of the Western Weighing and Inspection Bureau at point of 
destination. 

Owing to the appreciable difference between the marked 
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Express Freight Steamers 
Monthly 





Atlantic-Oriental Service 


Boston, New York and Norfolk to Yokohama, Kobe, 
Shanghai, Hongkong, Manila and Singapore 


Atlantic-Pacific Coast Service 
New York and Baltimore to Los Angeles (Wilmington), 


San Francisco, Seattle and Vancouver, B. C. 


Mediterranean-Atlantic & 
Pacific Service 


Genoa and Marseilles to New York, Boston, Los 
Angeles (Wilmington) and San Francisco 


For rates, sailings and other information apply to 


Dollar Steamship Line 


BOSTON—I11 Summer 9 Building NORFOLK—128 ‘West Bute 


ES—Pacific — s Daking 


Os mith Bu 
NEW YORK—15 Moore Stree VANCOUVER—402 Pender Street West 





NAWSCO LINES 


recur INTERCOASTAL 


FREIGHT 
SERVICE 


~NEW YORK 
BALTIMORE 


PORTLAND 
BOSTON 
PHILADELPHIA 


and 


LOS ANGELES 
SAN DIEGO 


PORTLAND 
ASTORIA 
SEATTLE 
TACOMA 


SAN FRANCISCO 
OAKLAND 
VANCOUVER 


NORTH ATLANTIC AND WESTERN S.S. CO. 


Owners and Operators, U. S. Shipping Board Ships 
BOSTON: 111 Summer St. 


NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 Se. 4th St. PITTSBURGH: 601 Bessemer Bldg. 
PORTLAND: 36 Exchange St. CHICAGO: 112 W. Adams St. 


o ADMIRAL LINE Pacific Coast Ports 
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New York- Baltimore- San Francisco 
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TRANS-PACIFIC SERVICE 
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Hongkong and Manila 
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$.S. President Cleveland . . . . 
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every 14 days thereafter 
Through bills of lading issued to and from points beyond ports of call 
For rates and other information apply to any railroad or tourist agency, or to 
PACIFIC MAIL STEAMSHIP CO. 
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tare of the car and the tare reported by the weighmaster at 
destination, it is no more than reasonable that the carrier 


should, at your request, again weigh the car light for this 
purpose, 


Sale of Goods by Carrier for Freight Charges—Time Within 
Which Goods May Be Sold 

Ohio.—Question. During 1921, shipper A in Ohio made a 
shipment weighing 900 lbs. to consignee B in New Jersey. Two 
months after shipment was made shipper was notified by carrier 
that shipment was on hand refused; but due to the fact that 
consignee had paid the shipper for the goods they did not pay 
any further attention to the matter. About a month later they 
received a second notice from carrier and in March, 1922, re- 
— advice that shipment would be sold for charges in sixty 

ays. 

The shipment was sold for charges and only brought about 
1 cent per pound, while the storage charges were about $85.00. 

The consignee went into the hands of a receiver and the 
shipper is now asked to pay $78.00 which is the freight charges, 
storage charges, cost of sale, less amount realized at sale. 

By referring to page 910, Traffic World, October 28, 1922, 
you will find the following decision: “A shipper was entitled to 
rely on a railroad selling goods pursuant to a general order of 
the director of railroads before the freight and demurrage 
charges equal or exceed their value.” 

We are wondering if this decision would apply to the above 
case and would thank you for your decision in the matter. 

Answer: The order of the railroad administration cited in 
the case referred to by you, namely, Davis, director general of 
railroads, vs. Smutzinger, 281 Fed. 640, is not applicable to ship- 
ments moving during 1921, the general orders of the director 
general not governing shipments moving after the termination of 
federal control. 

A carrier must hold a shipment for at least the length of 
time required by the state statutes governing the sale of goods 
for freight charges before disposing of the shipment, and if, in 
the instant case the shipment was held no longer than the length 
of time required by the state statute no liability exists on the 
part of the carrier. 

The facts in the decision referred to above are not similar 
to the facts in the instant case for the reason that in that case 


the shipper was not notified by the carrier of the consignee’s 
refusal of the goods. 


Liability of Carrier for Failure to Furnish Ventilator or Refrig- 
erator Car 

New York.—Question: Several shipments, carloads, of grapes 
were made from a point in California to New York. At time of 
shipment requests were placed with the originating line for re- 
frigerator equipment. Account car shortage, only a few such cars 
were furnished, although the shipper kept pressing for this 
equipment. As the grapes were ready to move and would have 
spoiled if allowed to remain on the ground longer, shipper used 
all refrigerator cars furnished and loaded the balance of con- 
signment in box cars. All shipments were in transit a month 
or more, and arrived in damaged condition. On the bills of lading 
for the box cars the agent of the originating carrier placed 
notation “Loaded in box car on order of shipper—his risk.” 
The only thing for the shipper to do was to accept the box cars 
and the ladings with the notations. We were advised by the 
delivering carrier this morning, upon complaining of the condi- 
tion of the grapes, that we had no recompense against carriers 
for our loss on the grapes in the box cars. 


We figure differently, and would like to ask your opinion as 
to whether or not, under section 20 (11) of the interstate com- 
merce act (the Cummins amendment), we are entitled to full 
recovery for loss and damage from carriers by reason of delay 
in transit, in spite of the notation placed on the bill of lading 
by the originating line’s agent, and in spite of the fact that the 
shipment was loaded in a box car and not in a refrigerator. 
Furthermore, is there any rule or regulation requiring shippers 
to load grapes or other fruits in refrigerator equipment? 

Answer: It is the duty of a common carrier to provide and 
furnish all reasonable and necessary facilities for the proper 
transportation of such goods as it holds itself out to the public 
as engaged in carrying in such quantities as might reasonably 
and ordinarily be expected to be offered for carriage, and to 
exercise such care as is required to protect the goods from loss 
or injury during transportation. The carriers are expected to be 
prepared with the equipment necessary to handle the average 
traffic offered them, and also such an increase as would be ex- 
pected by managers of experience, inasmuch as the volume of 
traffic will vary with the seasons and general business condi- 
tions; and these contingencies ought to be provided for and the 
law requires them to be. See Oliver vs. Chicago, etc., R. Co., 
117 S. W. 278; Shoptaugh vs. St. Louis, etc., R. Co., 126 S. W. 
752, Mauldin vs. 8. A. L., 52 S. E. 677. 

There is no rule or regulation of which we are aware re- 
quiring shippers to load grapes or other fruit in refrigerator 
equipment. However, a carrier is not liable for damage to 
freight due to deterioration resulting from the inherent’ nature 
of the commodity shipped, and therefore if, in the usual course 
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of transportation, that is if in the usual time which necessarily 
elapses during the transportation of a shipment with reasonable 
dispatch between the point of origin and the point of destination, 
deterioration would ordinarily take place, unless the goods were 
loaded in refrigerator equipment, a carrier would not be liable 
in damages for the resulting injury to the goods. 

Furthermore, a carrier is liable in damages for injury to 
goods delivered to it for transportation where such injury is 
the result of unreasonable delay in transportation, unless the 
delay can be excused by the carrier upon facts which the law 
recognizes as an excuse for delay. 


Reconsignment—Shipment Consigned Under Shipper’s Order. 
Notify Bill of Lading to an Agency Station and Reconsigned 
to a Non-Agency Station 
Maryland.—Question: It is desired to make an order-notify 

shipment to a prepay point which is prohibited under the rules 

of the classification. : 

Do you consider that it would be possible to consign this 
shipment on an order-notify bill of lading to the first agency 
station short of the final destination, surrender the original bill 
of lading and reconsign the car to the final prepay destination 
on a straight bill of lading, protecting through rate from point 
of origin to final prepay destination? 

We do not consider that such an arrangement could be con- 
sidered as a mere device for defeating a lawfully applicable rate, 
it being rather an arrangement whereby the through rate can be 
protected. 

Answer: We see no reason why the through rate should 
not be protected on a shipment moving under an arrangement 
such as that outlined in your letter, for the reason that a ship- 
ment moving under such circumstances would constitute a re- 
consignment, upon which the through rate under a reconsign- 
ment should be protected. 

Misrouting—Carrier Liable for Difference in Freight Charges 

Resulting from Unauthorized Change in Routing 

Michigan.—Question: Is there any rule or regulation pro- 
viding that a carrier, after it has accepted a shipment, for move- 
ment over several lines, must notify the shipper in case they 
find it necessary to reroute the shipment, advising the shipper 
the route that the shipment is actually traveling? When the 
carriers take it upon. themselves to move a shipment over a 
route other than that specified by the shipper, and the shipper 
sustains a loss as a result of this action and the carriers have 
failed to notify him of the changes in routing, are the carriers 
responsible? 


Answer: Under the interstate commerce act a shipper is 
entitled to route his shipments and the shipper is therefore en- 
titled to recover as damages, the difference between charges 
which have been paid and the charges which would have acerued 
had the shipment moved in accordance with his routing instruc- 
tions, te change in routing being made by the carrier without 
notice to the shiper. See Weyl-Zuckerman & Co. vs. Colo. Mid- 
land Ry., 27 I. C. C. 493; Fred S. Morse Lumber Co. vs. L. &. N., 
33 I. C. C. 572. See also Conference Ruling 83. 


Shipper’s Load and Count 


Michigan.—Question: Will you please quote the law and 
Interstate Commerce Commission decisions, relative to accept- 
ance by shippers of “Shipper’s load and tally” notations on bills 
of lading on carloads, loaded on private sidings and also on 
public team tracks. 

I have read your decision, I think some time ago, in the 
Traffic World, where you stated courts had held that it would 
be placing an undue burden on carriers, not contemplated, to 
force them to check contents and give shippers a clear bill of 
lading when demanded, and shippers must accept “Shipper’s load 
and tally” notation. There was a bill before congress on this, 
what became of it? 

Answer: In three cases, namely, Ponchatoula Farmers’ Asso- 
ciation vs. Ill. Cent. R. Co., 19 I. C. C. 512, In Re Western Classifi- 
cation No. 51, 25 I. C. C. 442, and Louisiana State Rice Milling Co. 
vs. M. L. & T. R. Co., 34 I. C. C. 511, the Commission has considered 
the matter of shipper’s load and count notations on bills of 
lading, the holding of the Commission in effect being that, ex- 
cept at any of its public stations where it provides facilities for 
the receipt and delivery of freight, a carrier is justified in placing 
the qualifying notation “Shipper’s load and count” on bills of 
lading and that a carrier could not be required to send a repre- 
sentative to the shipper’s industry to check carload freight 
loaded into cars at such industries. The Commission in refus- 
ing to require a carrier to issue clean bills of lading for ship- 
ments loaded by shippers or to furnish a representative to check 
the loading of the shipments in the case last referred to above, 
made the following statement: “As hereinbefore stated, the sub- 
sequently enacted Cummins amendment has not changed the 
legal status of the rule. in question; and where the practice is 
shown to have resulted from a situation involving the mutual 
interest and convenience of the shipper and the carrier we do 
not, in view of the facts, circumstances, and conditions appear- 
ing of record, find the rule and practice challenged to be unrea- 
sonable or otherwise in violation of the existing law. It should 
be borne in mind that the shipper is not denied his right to an 
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unqualified receipt in any case in which delivery is tendered to 
the carrier at any of its public stations where it provides 
facilities for the receipt and delivery of freight.” 

There is a bill. before congress, namely, Senate Bill 2530, 
which has for its purpose the amending of the Pomerene Bill 
of Lading Act, so as to require carriers to check freight into cars. 
See page 768, October 15, 1921, issue of the Traffic World, page 
772, April 8, 1922, issue of the Traffic World, and page 831, April 
15, 1922, issue of the Traffic World. This bill has not been acted 
upon as yet. 

Claim for Reparation on Account of Misrouting—Time Within 
Which Such Claims Covering Shipments Moving During Period 
of Federal Control May Be Filed With Commission 

New Jersey.—Question: The transportation act as amended 
provided that overcharge claims which originated during the 
period of federal control, could be filed up to September, 1922. 

In your opinion, should this class of claims include a claim 
filed for overcharge, based on a combination rate, versus a 
through rate? There was no routing specified on the bill of 
lading, other than the delivering carrier. 

We are of the opinion that such a claim should have been 
entered prior to the amendment of the transportation act, or on 
or before March 1, 1921. 

Answer: While the Commission has said that it is its 
practice to consider a claim for reparation on account of mis- 
routing as akin to one for overcharge (Gwinn Bros. & Co. vs. 
C. & O. R. Co., 56 I. C. C. 298), it has held informally with re- 
spect to claims on shipments moving during federal control that 
such clainm’s are claims for reparation and not for overcharges 
and are, therefore, not within its jurisdiction unless filed prior 
to March 1, 1921. 

While seemingly a claim for misrouting is a claim for over- 
charge, inasmuch as under the law the applicable rate for the 
transportation of a shipment from one point to another in the 
absence of routing instructions by the shipper, is the rate 
applicable via the cheapest available route, yet the failure of 
the carrier to forward a shipment via the cheapest route is not 
always ground for reparation, the discretion lying with the Com- 
mission to determine whether or not the rate via the cheapest 
route must be protected. Upon this theory it seems apparent 
that such a claim is one for reparation and not for overcharge. 
Limitation of Action—Deduction of Period of Federal Control in 

Actions for Collection of Undercharges 

lowa.—Question: We recently had a case of a railroad ask- 
ing us for payment of an undercharge on a shipment moving in 
1917, which is outside the statute of limitation for collection, 
which is five years in this state. The question arises as to 
whether the statute of limitation runs against the government 
during the period of government control of the railroads. If it 
does not we are liable for the undercharge. Wil you please ad- 
vise if we are liable in this case. 

Answer: While it has been held, with respect to the re- 
covery by a shipper of an overcharge, that since the transporta- 
tion act provides that the period of federal control shall not be 
computed as a part of the period of limitation in actions against 
carriers for causes of action arising prior to federal control, the 
period from the date the government took control of and oper- 
ated a railroad must be excluded from the computation of the 
period of limitation of the state statute (Jeremy Fuel Co. vs. 
D. & R. G., 207 P. 155; Standley vs. U. S. R. R. Administration 
(D. C.), 271 F. 794), the same rule does not apply in the absence 
of a provision to this effect in the state statute, in an action 
for the collection of an undercharge. This for the reason that 
there is no provision in the federal statutes similar to section 


206-F of the transportation act applicable to actions for under- 
charges. 


Demurrage Assessed on Shipments Awaiting Loading Into Ships 
for Export 

New York.—Question: In your issue of October 28, you an- 
swered our question in regard to whether the railroad adminis- 
tration was subject to the full provisions of the interstate com- 
merce act as shown on page 918 of your issue of that date. 

On page 900, of the same issue, the Commission disposes of 
a case of like nature, making it illegal for the director general 
te collect charges for demurrage or storage accruing at the port 
of exit on the Pacific coast on shipments billed through for ex- 
port from trunk line and C. F. A. points to points in the Orient. 

This disposes of all previous decisions and seems to be final 
in so far as the Commission is concerned. 

Answer: If the facts in your case bring it within the 
principle of the findings of the Commission in Docket 12725, 
U. S. Steel Products Co. vs. Director General, 73 I. C. C. 505, 
demurrage and storage charges should not have been assessed. 
However, it should be taken into consideration that aparentl¢ 
the rules governing shipments moving through San Francisco 
differed from those moving through the North Pacific ports. 
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WEIGHTS 


(By C. J. Hotchkiss, at meeting of Denver Commercial Traffic Club.) 


The subject of weights is one in which every person con- 
nected with the transportation business in any way is compelled 
to come in contact, sometimes in a beneficial way to the com- 
pany with which he is employed and at other times in such 
a way as to necessitate the tact of endeavoring to cover up 
the shortcomings of himself or some other associate employe. 

The road of the least resistance which is so greatly em- 
ployed in the manner of arriving at a weight—namely, guess- 
work—is used far too much both by the shipper or receiver of 
merchandise and the carriers. This custom has been adhered 
to for so long a time that a person is almost criticized to even 
suggest that it is a poor policy for all concerned. 

The fact remains, however, that the only way to accomplish 
the correct basis on which charges should be paid are by using 
the one rule of simple arithmetic, which is: The correct weight 
multiplied by the correct rate will give the correct amount of 
freight plus any little incidentals which come under the head- 
ing special services. 

Now, what are the conditions prevailing at this time and 
which in most instances have prevailed for some time back? 
Let me state some of my observations as found in several years 


of service in the employ of the carriers and also in the com- 
mercial field. 


A. & Co. make a shipment of groceries, among which are 
various kinds of canned goods, some large pack goods and some 
of them very much smaller. They do not show the weight on 
the bill of lading. They never do on a collect shipment, as the 
other fellow pays the freight. The caller at the depot, from a 
custom of ages, knows that the weight of one case of canned 
goods is 60 pounds, no more, no less. Therefore ten cases 
canned goods is 600 pounds. The same thing applies to nearly 
every Other item in the shipment. Now, in this case is the 
shipper the one that loses? No, nor does the carrier, because 
if the man that is calling has not had consideable experience 
and watches this feature of the revenue very well, he soon finds 
that he will not do as a caller and is sent to some other part 
of the warehouse. 

Please understand me right in this matter. It is not the 
earrier’s fault that this condition prevails. It is the shipper’s 
fault, as he did not provide even the semblance of a weight on 
this bill of lading, and that great factor in transportation, time, 


has entered into this shipment, at the expense in nine times 
out of ten of Mr. Consignee. 


On prepaid shipments this condition is not quite so promi- 
nent, but as habit controls most of our destinies it is very easy 
for the shipping clerk to overlook the prepay feature, and in that 
event again there are no weights shown. In this case the con- 
signor stands the loss from all appearances, but this is not the 


facts, as, like every other such economic waste, it is the con- 
sumer that it finally reaches. 


You are all familiar with the Western Weighing and In- 
spection Bureau and know the general outline of its duties as 
pertaining to weights and proper descriptions. This bureau 
maintains a large force of trained men in their line of work, 
which is to investigate claims where the questions of weight, 
description, loss and damage, etc., are involved, and, fortu- 
nately for this community, we have at our disposal the services 
of this bureau, providing we know or have reason to believe 
that some discrepancy exists. But how many times are these 
discrepancies overlooked? Also, how does this often occur? 


Let us take a concrete example and follow it through. 
B. & Co. of New York ships dry goods to one of our Denver 
merchants. He presents a bill of lading to the New Haven 
Railroad covering four cases of cotton dry goods. No weights 
shown. Shipment is found to weigh by the New Haven com- 
pany 1,000 pounds, and is billed as follows: “4 es. dry goods, 
1,000 @ 4.12, freight charges, $41.20.” Shipment arrives in Den- 
ver in due time and in apparent good order and is delivered 
to one of our stores. The cases are unpacked and goods put 
in stock, an the transaction is closed. All the records show 
that four cases of dry goods were received on such a date and 
the weight of the four cases was 1,000 pounds. Rate, 4.12, charges, 
$41.20. But wait a minute. The traffic manager discovers that 
in the shipment were three cases of cotton knit underwear and 
one case of men’s shirts. He knows that there is a commodity 
rate on cotton knit underwear of $3.75 per cwt. and, of course, 
being a good trafficker, proceeds to file a claim. Then up 
jumps that 1,000 pounds on the four cases, and, if he is coura- 
geous, he divides that into four parts and files claim for the 
750 pounds at the lower rate. Sometimes he gets away with 
it, but not often, because, please, don’t forget, the Western 
Weighing and Inspection Bureau is maintained by the carriers 
and must at all times watch out for their interests as well as 
yours. 

Now, what is the solution of this problem? I wish I knew. 
There are, however, a lot of good suggestions which can be 
made. I draw some conclusions when I consider a few actual 
conditions with which I am familiar. For instance, who do you 
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suppose furnishes the weights for some of the largest business 
houses in the country? 

We could pick out thousands who have asked and obtained 
the permission of the carriers, in various manners, that they 
should furnish the weights of their products. One of these 
ways is to obtain a weight agreement, but, personally, I do not 
like this nearly so well as to have one’s own records so kept 
as to command the respect of the carriers by furnishing as near 
as possible the absolute weight of every package, with the 
understanding that it would be gratifying to your company to 
report any irregularities found in reweighing. 

If the shipper would only try out this suggestion and keep 
a record of the amount of money saved in one month, not only 
to his owr business but to his customers, I believe a great 
economic waste would be eliminated and, at the same time, 
after the assurance that many more firms whose weights were 
acceptable beyond any doubt, the saving of time on down freight 
delivery cost would more than offset the extra expense of in- 
serting a weight on the bill of lading of every article in the 
shipment. 

There are many other angles to this question, but time 
will not permit even mentioning but a very few. For instance, 
pages could be said on the minimum carload weights, such as 
when covered by Rule 34; separate weights for the possibility 
of using Rule 10, capacity of cars as applied to coal or brick, 
etc.; weights as covered by tank line circular, and many others. 
But last, but by no means one which we can forget for a minute, 
is the ever present tendency for the powers that be to endeavor 
at all times to boost the minimum on any and all commodities 
whenever and wherever the opportunity avaits. 


INTERLOCKING DIRECTORATES 


The Commission has authorized Bertram Cutler to hold the 
office of director of the Cleveland, Cincinnati, Chicago & St. 
Louis Railway Company and also a directorship or any office 
or offices with the Addison Railroad Company and numerous 
other smaller roads, in addition to positions previously author- 
ized. 

Charles E. Lytle has been authorized to hold the office of 
director or any other offices with the Duluth, South Shore & 
Atlantic Railway Company, Mineral Range Railroad Company, 
Marquette, Houghton & Ontonagon Railroad Company, Lake Su- 
perior Terminal & Transfer Railroad Company, Sault Ste. Marie 
Union Depot Company, Sault Ste. Marie Bridge Company and 
Hancock & Calumet Railroad Company, in addition to positions 
previously authorized. 

John E. Olson has been authorized to hold the positions of 
assistant secretary and assistant treasurer of the Minneapolis, 
St. Paul & Sault Ste. Marie Railway Company and Wisconsin 
Central Railway Company and a directorship with the Belt 
Railway Company of Chicago and many other roads. 

Henry S. Mitchell has been authorized to hold the position 
of general counsel of the Mineapolis, St. Paul & Sault Ste. Marie 
Railway Company and a directorship with the Chicago, Wiscon- 
sin & Minnesota Railroad Company and many other short line 
roads. 

Dixon J. Bond has been. authorized to hold the position of 
comptroller of the Minneapolis, St. Paul & Sault Ste. Marie 
Railway Company, Wisconsin Central Railway Company and 
Central Terminal Railway Company and a directorship with the 
Belt Railway Company of Chicago and numerous other short line 
roads. 

Austin E. Wallace has been authorized to hold the position of 
general manager of the Minneapolis, St. Paul & Sault Ste. Marie 
Railway Company, vice-president and director of the Minnesota 
Transfer Railway Company and director of the Belt Railway 
Company of Chicago and numerous other short lines. 

The Commission has authorized Samuel T. Wagner to hold 
the offices of director with the Allentown Railroad Company, and 
numerous other roads, and chief engineer of the Philadelphia & 
Reading Railway Company, Atlantic City Railroad Company, and 
other subsidiary lines to the P. & R. Ry. 





LOAN TO W. & L. E. 


A loan of $500,000 to the Wheeling & Lake Erie Railway 
Company has been approved by the Commission on an applica- 
tion which was filed February 27, 1922, or just prior to the 
expiration of the time in which applications could be filed for 
loans from the $300,000,000 revolving fund. The company asked 
originally for $600,000 for a term of ten years to aid it in meet- 
ing maturing indebtedness. On September 25, 1922, it amended 
its application by reducing the amount of the loan applied for 
to $500,000. 

The company informed the Commission that it must meet 
maturities, including equipment obligations, aggregating $3,850,- 
900, of which, owing to the business depression in 1921, the in- 
sistence of its bankers upon curtailment of notes held by them, 
and the strikes of the current year, it would be able to pay and 
satisfy only $3,350,900 from revenues and by renewals, leaving 
$500,000 to be paid by other means. It represented that no plan 
was practicable for obtaining the $500,000 and preventing the 
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serious consequence of default upon notes aggregating $1,800,000, 
other than by the loan requested from the United States. 


CLASSIFICATION POCKET EDITION ae 


The Official Classification Committee has issued a “fdcket 
edition” of the Classification, being a “photo-reduction edition” 
of Consolidated Freight Classification No. 3. This book has been 
issued as a convenient facility for carriers’ representatives in 
Official Classification territory. The supply will permit a lim- 
ited distribution to shippers who may wish copies in this form 
and the sale price to them is the same as the large edition, in- 
cluding such supplements as may be issued. 


WHEELING & LAKE ERIE SECURITIES 


The Wheeling & ‘Lake Erie Railway Company has been au- 
thorized by the Commission to issue $200,000 of 6 per cent 
promissory notes in partial renewal of certain outstanding notes 
and to pledge $305,000 of refunding mortgage bonds for the 
notes so issued; to extend for ten years from January 1, 1923, the 
maturity date of indebtedness evidenced by $1,200,000 of six-year 
gold notes, curtailed by payment of $200,000, and to increase the 
rate of interest thereon from 5% to 6 per cent, to issue in ex- 
change for said 5% per cent six-year gold notes evidencing the 
indebtedness so extended, $1,000,000 of ten-year 6 per cent gold 
notes, and to pledge or cause to be pledged with the Secretary 
of the Treasury as security for a loan from the government 
$100,000 of said ten year 6 per cent gold notes and $850,000 of 
refunding mortgage bonds. 


LEASE OF LINE : 

The Raleigh & Pocohontas Railroad has applied to the Com- 
mission for authority to lease from the Blue Jay Lumber Com- 
pany a line of maim track 14% miles long and an adequate inter- 
change or connecting track which will enable the applicant to 
exchange traffic with the Chesapeake & Ohio and thus extend 
the service, now purely intrastate, from a point known as Blue 
Jay Station to Blue Jay Junction, W. Va. Approval of the ap- 


plication will make the applicant a carrier of interstate com- 
merce, 


BANGOR & AROOSTOOK SECURITIES 

Application has been made to the Commission by the Bangor 
& Aroostook Railroad Company to execute an equipment trust 
agreement: under which $250,000 of equipment trust certificates 
bearing 51% per cent interest will be issued in connection with 
the acquisition of 300 reconstructed box cars, at a total esti- 
mated cost of $383,598. Subject to the approval of the Com- 
mission, the company has accepted a bid of 98 submitted by the 
First National Bank of Bangor. 


TELEPHONE CONSOLIDATION 
A joint application has been filed with the Commission by 
the Princeton Telephone Company, the Oakland City Telephone 
Company and the Indiana Bell Telephone Company, asking ap- 
proval of the purchase of the property of the Oakland City Tele- 
phone Company and of the Indiana Bell Telephone Company at 
Patoka, Ind., by the Princeton Telephone Company. 





LEASE OF VALLEY TERMINAL 


Acquisition by the St. Louis Southwestern Railway Com- 
pany of control of the Valley Terminal Railway by lease has 
been approved by the Commission in a supplemental report. In 
the original report the Commission authorized control for two 
years only from March 1, 1920. The lease approved by the 
Commission terminates January 1, 1972. 


REGULATION OF SECURITIES 


Kuhn, Loeb & Company, of New York, have filed with the 
Commission a long memorandum protesting against the Com- 
mission issuing regulations which would require railroads to sell 
their securities by competitive bidding. The Commission recently 
held a hearing on that question and other questions connected 
with the regulation of securities. The views of the company 
were summarized as follows: 


To compel railroads to have recourse for the sale of their securities 
to competitive negotiating with or bidding on the part of bankers and 
brokers, or to direct offerings to the public, would be to run_counter 
to the practice and experience of every country in the world. 

It would confuse and trouble the investing public and destroy 
elements and features of evident and proved value for public pro- 
tection, La 

It would tend to make the possession of capital the sole requisite 
for dealing in securities, irrespective of skill, care, reputation and the 
confidence of investors. y : 

It would limit, hamper and restrain the flow of capital into 
American railroad securities and cause delay, uncertainty, risk an 
damage to railroad corporations. 

Railroads and other corporations should be left free. under the 
responsibility of their board of directors, and subject to such authority 
over the issue of their securities as is now exercised by the Interstate 
Commerce Commission, to deal with whatever banking houses they 
deem it in their best interest to employ. ; 

They should neither be bound by contract or control to deal with 
any one banking house exclusively, nor forced by statute or regula- 
tion to take the chances involved in competitive negotiating or bidding 
among bankers or of direct dealing with the public. 
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Honor These Seals 


A NATION-WIDE movement is carrying on a warfare against the 
scourge of Consumption. In saving over 100,000 lives last year, it 
actually cut the death rate from tuberculosis in half. 

Each year these organizations sell Tuberculosis Christmas Seals. 
The proceeds from these sales are devoted to the work of caring for 
and curing tuberculosis patients and to educational and other work 
to prevent the dread disease. 

Buy these Seals and urge your friends to buy and use them. To 
do this is both Charity and Patriotism. 


Stamp Out Tuberculosis 
with Christmas Seals 





THE NATIONAL, STATE, AND LOCAL TUBERCULOSIS 
ASSOCIATIONS OF THE UNITED STATES 
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/ An experienced, honest organization at destination 
4 to receive and inspect your shipments before final 
/ delivery to your customer is a precaution essen- 
tial to continued happy relationship between you 
f and your buyers. 


i Satisfaction follows distribution through the ware- 
houses associated with 


j 

{ Distribution Service. dnc, 

123 W. Madison St.Chicago, Ill. 
© Representing: 


} 
BIRMINGHAM KANSAS 
( Harris Transfer & Wareheuse Ce. Central ane. 
y CHICAGO LOS ANGELES 
‘ Currier-Lee Warehouse Ce, Union Terminal Warehouse Ce. 
4 
4 
Y 
4 


CLEVELAND 
= Street Terminal Warehouse 


DENVER 
Tie Witte Transfer & Storage 
DETROIT Li 


PHILADELPHIA 
Merchants Warehouse Ce. Terminal Warehouse & Transfer 
EL PASO 


Co. 
International Wareheuse Ce. PORTLAND 
FORT WORTH 
Btayen-O'Keate Firepreef Sterage 


Biayen-O'Keole Firepreef Storage 


4 HOUSTON 


CN Z 
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Oregon Transfer Co. 


ESTABLISHED 1868 
















The experience of over half a 
century in the Warehouse and 
Transfer business in Portland has 
taught us that satisfactory service 
makes satisfied customers. 




















Let us show you how to re- 
duce your overhead and increase 
your profits. 


Four warehouses, 255,000 sq. 
ft. floor space, make it possible for 
us to take care of your business 
in a creditable manner. 


No switching charge on C. 
L. shipments. 


Our Slogan: Satisfactory Service 
Makes Satisfied Customers 


Oregon Transfer Co. 


474 Glisan Street, Portland, Ore. 
Chicago Office: 123 West Madison Street 
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Digest of New Complaints | 


No. 14136, Sub. No. 1. The Perolin Company of America, Chicago, IIl., 
vs. Atlantic Coast Line et al. 

Unjust and unreasonable, unjustly discriminatory, unduly prefer- 
ential or prejudicial rates for the transportation of carload ship- 
ments of ‘‘boiler compound”’ from Chicago, IIll., to various desti- 
nations in Official, Southern and Western Classification territories. 
Asks for cease and desist order, reasonable rates and reparation. 

No. Be - Commence Association of Aberdeen, S. D., vs. 

. F. et al. 

Unjust, unreasonable, unjustly discriminatory and _ undttly 
prejudicial rates between Aberdeen and destinations in Indiana, 
Illinois, lowa, Wisconsin and Minnesota. Ask for reasonable 
rates on all classes and commodities of freight except grain, grain 
products, brick, live stock, coal, cement. 

No. 14402, Oklahoma Millers Association, Oklahoma City, vs. Ala- 
bama & Vicksburg et al. 

Against rates on flour from points in Oklahoma to Gulfport for 
export, higher than those on wheat, as unjust and unreasonable, 
and unduly prejudicial. Ask for reasonable and non-discrim- 
inatory rates. 

No. 14403. Express Publishing Company, City of San Antonio, Tex., 
vs. G. H. & S. A. et al. 2 

Alleges rates on newsprint paper from Europe via Galveston, 
Texas, to San Antonio, to be unreasonable and unjustly discrim- 
inatory. Ask for reasonable rates and reparation. : 

No. 14404. Atlas Metal Works et al., Dallas, Tex., vs. Akron, Canton 
& Youngstown et al. 

Illegal, unjust, unreasonable rates, in violation of section 4, on 
iron and steel articles and iron and steel from points in Ohio, 
Kentucky, Alabama, New York, Illinois and Pennsylvania to Dallas 
and other points in Texas. Asks cease and desist order, just, rea- 
sonable maximum rates, minimum weights and through routes, 
and reparation, 

No. 14405. Southwest Cotton Company, Phoenix, Ariz., vs. Southern 
Pacific et al. i 

Unjust and unreasonable rates on hollow building tile from 
Santa Monica, Cal., to Yuma, Ariz. Asks reparation. 

No. 14406. Edward L. Scheidenhelm Co., Chicago, Illinois, vs. Chicago 
& North Western et al. 

Unjust and unreasonable rates on sand and gravel from Janes- 
ville, Wis., to Whitton, Ill. Asks cease and desist order, just and 
reasonable rates, and reparation. 

No. 14407. The Board of Railroad Commissioners of the State of 
Iowa et al. vs. Santa Fe et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
brick and other clay products from Des Moines and other points 
in Iowa to points in that part of South Dakota on or east of the 
Missouri River. Asks just, reasonable, non-discriminatory rates. 

No, 14408. Pacific Tank & Pipe Co., San Francisco, Cal., vs. Southern 
Pacific et al. 

Unjust and unreasonable rate on carloads of lumber and lumber 
products from points within the switching limits of Oakland, Cal., 
to Phoenix and Cactus, Ariz. Asks reparation. 

No. 14409. The Vickers Petroleum Co., Inc., Wichita, Kan., vs. Sand 
Springs Ry. Co. 

Unjust and unreasonable demurrage charges on 7 empty tank 
cars held at Sand Springs, Okla., on rails of defendant during 
March and April, 1920. Asks reparation and cease and desist 


order. 
No. 14410. Amendt Milling Co., Monroe, Mich., vs. The Michigan 
Central R. R. Co. et al. 

Unreasonable rates on shipment of sunflower seeds from New 

York City to Monroe, Mich. Asks reparation. , 
No. 14411. William Schuette Co., Pittsburgh, Pa., vs. Chicago, Mil- 
waukee & St. Paul et al. 

Unjust and unreasonable rates on lumber from various points in 
Idaho, Montana and Washington to various points in Connecticut, 
New York and Massachusetts. Asks cease and desist order and 
reparation. 

No. 14412. Armour & Co., Chicago, Ill., vs. Director General as agent. 

Unjust and unreasonable rates on 4 L. C. L. shipments of paper 


boxes k. d. in bundles from Chicago to Oakdale, Cal. Asks repar- 
ation. 


No. 14413. Mississippi Railroad Commission et al. vs. Alabama & 
Vicksburg et al. 

Unjust, unreasonable, discriminatory and preferential rates on 
cotton from Mississippi points as compared with rates from other 
cotton-producing states. Asks just, reasonable and non-discrimi- 
natory rates on cotton, both compressed and uncompressed, and 
on C, L. and L. C. L. from all points in Mississippi to all cotton 
consuming points set forth in complaint, and to all Atlantic and 
Gulf ports for export. 

No. 14414. Statesville Lumber Co., Statesville, N. Car., vs 
General as agent. 

Unjust and unreasonable rates, in violation of section 4, on box 

shooks from Statesville, N. C., to Knoxville, Tenn. Asks repar- 


. 


. Director 


ation. 
No. 14415. Radiant Glass Co., Fort Smith, Ark., vs. Director General 
as agent. 


Unjust, unreasonable, discriminatory and _ preferential rates on 
glass lamp chimneys and glass lantern globes from Fort Smith, 
Ark., to El Paso, Tex., because they gave undue and unreasonable 
preference to shippers at Sand Springs, Okla. Asks reparation. 

No. 14415, Sub. No. 1. Same vs. Director General as agent et al. 

Unjust, unreasonable, discriminatory and preferential rates on 
glass lamp chimneys and lantern globes from Fort Smith, Ark., to 
El Paso, Tex. Asks reparation. 

No. 14416. Little Rock Board of Commerce, Little Rock, Ark., vs. 
Abilene & Southern et al. ° ’ 

Unjust, unreasonable, discriminatory and preferential rates, in 
violation of Section 4, on classes and commodities from Little 
Rock to points in Texas, as compared with rates from points in 
Louisiana and Oklahoma to the same destinations. Asks cease 
and desist order and just and reasonable rates. 

No. ae 7 Prairie Oil and Gas Co., Independence, Kan., vs. Santa 

e et al. 

Unjust, unreasonable and prejudicial rates on C. L, of pipe, 
pipe fittings, oil well supplies, sucker rods and gas engines, from 
points in Penn., Ohio, Tenn., and Tex., to Drumright and Oilton, 
Okla. Asks reparation. ; ; 

No, 14418. Illinois Fire Proof Construction Co., Chicago, Ill., vs. Di- 
rector General as agent, Illinois Central. 

Unjust and unreasonable rate of 90 cents per ton on hollow 
building tile from Kankakee to Chicago, Ill., because in excess of 
60 cents. Asks reparation. 
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14419. The Atlantic Refining Co., Philadelphia, Pa., vs. Director 
General as agent, B. & O., et al. : 

Unjust, unreasonable, discriminatory and prejudicial rates on 
24 carloads of gasoline from Porters Falls, W. Va., to Philadelphia, 
Pa. Asks reparation. 

14420. Greene Cananea Copper Co., New York City, vs. Director 
General as agent, El Paso & Southwestern et al. 

Unjust, unreasonable rates on copper bullion from Cananea, 
Mexico, to Perth Amboy, N. J. Asks reparation. 

14421. —_ Signal Oil Co., Houston, Tex., vs. Director General 
as agent. 

Unjust, unreasonable, preferential or prejudical rates on com- 
mon building brick from Fort Smith, Ark., to Galena, Tex. Asks 


reparation. 

22. Texas Chamber of Commerce et al., Dallas, Tex., vs. 
Director General as agent, Santa Fe et al. Sav 

Unjust, unreasonable, preferential and_ discriminatory rates on 
collapsible wooden crates, k. d., from Paris, Tex., to points in 
California. Asks cease and desist order, just and reasonable 
rates and reparation. 


. 14423. The Southern Cotton Oil Co., Savanah, Ga., vs. Director 


General as agent. 

Unjust and unreasonable rate on carload of coal from Silerville, 
la to Wilson, N. Car. Asks reparation. 

14424. Boston Wool Trade Association, Boston, Mass., vs. Abilene 
and Southern et al. 

Attacks rates on wool and mohair to Boston. Asks cease and 
desist order; that carriers be required to publish in a clear, con- 
cise and plain manner joint through rates in tariffs which will! 
inclure all rules, regulations and practices that govern the move- 
ment of wool from all points west of the 90th meridian, moving all 
rail to Atlantic seaboard; that joint through rates be published to 
Boston upon less than carload traffic from Arizona, New Mexico 
and Texas; that joint through rates be published to Atlantic sea- 
board via all rail and water; rail, water and rail routes, from all 
points west of 90th meridian, where it is customary to move 
traffic via water; that all rates from points west of the Mississippi 
River shall be constructed all rail to Atlantic seaboard, upon the 
following basis: Boston 4 cents over New York, Philadelphia 2 
cents under New York, Baltimore 1 cent under Philadelphia. 
14425. Dewitt & Fox Coal and Ice Co., Murphysboro, IIl., vs. 
Illinois Central. f 

Unjust and unreasonable rates on ice from St. Louis, East St. 
Louis and points grouped therewith, to Murphysboro, Ill. Asks 
establishment of the same rates as are contemporaneously in 
effect from Murphysboro to St. Louis, East St. Louis and points 
grouped therewith, and reparation. : 
14426. The Wyoming Sugar Co., Ogden City, Utah, vs. Director 
General, as agent, and Burlington. 

Unjust, unreasonable, preferential or prejudicial rates on refuse 
syrup from Worland, Wyo., to Scottsbluff, Neb. Asks reparation. 
14427. Toberman, Mackey & Company, St. Louis, Mo., vs. Termi- 
nal Railroad Association of St. Louis et al. 

Excessive, unreasonable, unduly preferential and unjustly dis- 
criminatory charges on numerous cars loaded with hay between 
points in Missouri and Illinois and points in other states of the 
United States. Asks reparation. 

14428. Bell Lumber Co. et al., Minneapolis, Minn., vs. Director 
General, as agent, Canadian Pacific et al. 

* Unjust, unreasonable, excessive, discriminatory and prejudicial 
rates on numerous shipments of double and triple loads of cedar 
poles from points in Washington, Idaho, Montana and British 
Columbia, to points in Minnesota, Illinois, Michigan, Oklahoma 
and Texas, in 1917, 1918, 1919 and 1920, because defendants col- 
lected rates in excess of the rates concurrently in effect between 
the same points on fir lumber in single carloads. Asks reparation. 


- 14429. The Continental Oil Co., Denver, Colo., vs. Director Gen- 


eral, as agent. 

Unjust and unreasonable rates on 107 carloads, more or less, 
of petroleum products from Alamosa, Montrose and Salida, Colo., 
to various points in New Mexico, during the period September, 
1918, to September, 1919, inclusive. Asks reparation. 


. 14430. Armour & Co., Chicago, Ill., vs. Director General, as agent. 


Unjust and unreasonable rates on one carload of canned to- 
matoes from Russellville, Tenn., to Columbia, S. C., because full 
fifth class rate of 514%4c exceeded 40c. Asks reparation. 

14431, = Mfg. Co., Springfield, Mass., vs. Director General, 
as agent, 

Unjust and unreasonable storage charges on ten motorcycles 
from Springfield, Mass., to Salisbury, N. C. Asks reparation. 


. 14432. Trojan Powder Co., San Francisco, Cal., vs. Director Gen- 


eral, as agent, and Southern Pacific. 

Unjust and unreasonable rates on wet nitro starch from San 
Francisco to Robert, Cal., shipped by water from Baltimore. Asks 
cease and desist order, just and reasonable rates, and reparation. 


. 14433. Limerock R. R. Co., Rockland, Me., vs. Maine Central. 


Alleges that terms of contract requested by defendant in con- 
nection with the switching service performed by complainant will 
subject complainant and shippers served by it to illegal and un- 
reasonable charges, unjust discrimination and undue prejudice. 
Asks cease and desist order and just and reasonable rules as to 
demurrage and use of freight cars. 

14434. Western Stock Yards Co. et al., New York City, vs. New 
York Central. 

Complainant seeks an order requiring defendant to amend its 
tariffs authorizing an allowance to the Western Stock Yards Com- 
pany of $9.75 per car on all cars of live stock delivered at the 
Fortieth Street Stock Yards in care of the Western Stock Yards 
Company, and reparation. 


. 14435. The Public Service Commission of Indiana vs. B. & O. et al. 


Unjust, unreasonable, discriminatory rates on fruits and vege- 
tables from Indiana points to Chicago. Asks for rates that will 
put Indiana shippers on a parity with Illinois competitors. 

14436. Harkrider-Keith-Cooke Co. et al., Fort Worth, Tex., vs. 
Abilene & Southern et al. 

Excessive and unlawful transportation charges on numerous 
ecarload shipments of bananas and cocoanuts, in straight and 
mixed carloads, from New Orleans, Mobile and points taking the 
same rates, to points in Texas. Asks just and reasonable joint 
through rates and reasonable minimum weights, and reparation. 
14437. Vanadium Corporation of America, New York, N. Y., vs. 
B. & O. et al. 

Unjust, unreasonable, preferential and prejudicial rates on 
vanadium ore, imported from Para via ports of, or waybilled by 
earriers from New York, N. Y., Lighterage Station, New York, 
Long Dock, Weehawken, Greenville Piers, Jersey City and Jersey 
City National Docks, New Jersey, consigned to complainant at 
Bridgeville, Pa. Asks just and reasonable rates and reparation. 
14438. Duluth Boiler Works, Duluth, Minn., vs. Santa Fe et al. . 

Unjust, unreasonable, unlawful, discriminatory and prejudicial 
rates on steel conduit and 30 kegs of rivets from Duluth, Minn.. 
to Howells, Cal. Asks for reparation. 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


S. E. LEONARD 
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No. 14439. The News Corporation, St. Joseph, Mo., vs. Missouri 
Pacific et al. 
wn ust and unreasonable rates on newsprint paper from Sault 
e, 


arie, Ont., to St. Joseph, Mo. Asks reparation. 
No, 14439 (Sub. No. 1). The News Corporation, St. Joseph, Mo., vs. 
Chicago Great Western et al. 

Unjust and unreasonable rates on newsprint paper from Sault 
Ste. Marie, Ont., to St. Joseph, Mo. Asks reparation. 

No, 14439 (Sub. No. 2). The News Corporation, St. Joseph, Mo., vs. 
Chicago, Rock Island & Pacific et al. 

Unjust and unreasonable rates on newsprint paper from Sault 
Ste. Marie, Ont., to St. Joseph, Mo. Asks reparation. 

No. 14441. Standard Potash Co., Lakeside, Neb., vs. Director General, 
as agent, Chicago Great Western. 

Excessive, unreasonable and discriminatory rate on ten cars of 
alkali salts (potash), from Omaha, Neb., to Dubuque, Iowa. Asks 
just and reasonable rates and reparation. 

No. 14442. Meridian Fertilizer Factory, Meridian, Miss., vs. Director 
General, as agent, N. C. & St. L. et al. 


Unjust and unreasonable rates on three carloads of ochre from 
Sees. Ga., to Meridian, Miss. Asks reparation. 


3. Minnesota and Ontario Paper Co., International Falls, Minn, 
vs. Director General, as agent, C. & N. W. et al. 


Unjust, unreasonable, discriminatory and prejudicial rates on 


wrapping paper from International Falls, Minn., to Chicago, Ill. 
A= reparation. 


. Wash-Co Alfalfa Milling Co. et al., Fort Calhoun, Neb., vs. 
Director General, as agent. 


A any and unreasonable rates on blackstrap molasses from 
ts) 


e, Ala., and various points in Louisiana to Fort Calhoun, 
Neb. Asks reparation. 


- 14445. George A. Fuller Co. et al., Washington, D. C., vs. Director 
General, as agent, N. & W., et al. 


Unjust and unreasonable rate of $2.40 per ton on sand from 
ggg ome O., to Charleston, W. Va. Asks reparation. 


Ross Meehan Foundries Chattanooga Tenn. vs. Director 
General as agent. 


Unjust and unreasonable rates, in violation of Section 4, on sand, 
oo e May, N. J., to Chattanooga, Tenn. Asks reparation. 


i A t. Louis Coke and Chemical Co., Chicago, Ill., vs. Litch- 
field & Madison Ry. et al. 


Asks for an order requiring the Litchfield & Madison to install, 
maintain and operate a switch track or connection with its rail- 
way line and the tracks of the complainant near Granite City, II. 

No. 14448. Massachusetts Ice Dealers’ Assn., Boston, vs. Director 
General, as agent. 


Unjust and unreasonable rates on ice from Lorg Island City, 
N. Y., to Boston, Mass. Asks reparation. 


TARIFF PUBLISHING AGENTS 


Following is a list of tariff publishing agents, compiled from the 
files of the Interstate Commerce Commission. It will be published 
from time to time and subscribers are requested to inform us of any 
inaccuracies or omissions noticed by them. The fact that a name is 
shown in this list does not necessarily indicate that the agent bearing 
that name is active, or even still living, but merely that there has 
never been occasion to reissue the tariff. 

F. W. Smith, agent for lines in Official Classification, 143 
Liberty Street, New York, N. Y. 

J. E. Crosland, agent for lines in Southern Classification, 
215 Transportation Bldg., Atlanta, Ga. 

R. C. Fyfe, agent for lines in Western Classification, Con- 
solidated Classification No. 2, 1830 Transportation Bldg., Chi- 
cago, Ill. 

F. A. Leland, Southwestern Lines, St. Louis, Mo. 

B. T. Jones, Central Freight Association, 608 S. Dearborn 
St., Chicago, Ill. 

E. B. Boyd, Western Trunk Lines, Chicago, III. 

J. H. Glenn Atlanta Freight Tariff Bureau, Atlanta, Ga. 

Wm. J. Sedgman, agent, Atlantic Seaboard Freight Bureau 
(Coastwise Lines), 320 Broadway, New York, N. Y. 

F. W. Gomph, Pacific Freight Tariff Bureau, 256 Montgomery 
St., San Francisco, Cal. 


F. L. Speiden, Mississippi Valley Territory, 2nd and Main 
St., Louisville, Ky. 

W. M. Hough, Mississippi-Warrior Service, New Orleans, La. 

R. H. Countiss, Trans-Continental Freight Bureau, 608 S. 
Dearborn St., Chicago, Ill. 

T. Clem Beck, Lake Shore-Lehigh Valley Route, Michigan 
Central-Lehigh Valley Route, Pere Marquette-Lehigh Valley 
Route, Rate Basis and Billing Instructions, Lake and Rail (Bast 
Bound), 148 Liberty St., New York, N. Y. 

G. C. Ranson, Canadian Freight Association (Eastern Lines), 
Montreal, Que. 

W. E. Campbell, Canadian Freight Association (Western 
Lines), Winnipeg, Man., Canada. 

W. J. Collins, Canadian Car Demurrage Rules, Montreal, Que. 

F. V. Davis, Ohio and Pa. (Coal Tariffs), 8 East Chestnut 
St., Columbus, Ohio. 

W. S. Curlett, New England and Trunk Line, 143 Liberty 
St., New York, N. Y. 

J. E. Fairbanks United States and Canada (Miscellaneous 
Tariffs), 431 S. Dearborn St., Chicago, Ill. 

C. W. Galligan, Illinois Freight Association, Transportation 
Bldg., Chicago, Ill. 

A. P. Gilbert, Virginia Lines, Richmond, Va. 

G. B. Guthrie Official Freight Directory, Washington, D. C. 

N. W. Hawkes, New England Freight Association, 493 South 
Station, Boston, Mass. 

I. T. Hanson, American Short Line R. R. Assn., International 
Bldg., Washington, D. C. 

Ss. J. Henry, North Pacific Coast Freight Bureau, Seattle, 
Wash. 


H. A. Johnson, Colorado and New Mexico, Denver, Colo. 
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R. C. Munholland, Pacific Car Demurrage Bureau, 617 Wells 
Fargo Bldg., San Francisco, Cal. 

Cc. A. Hunt, Michigan Central Railroad, Canadian Southern 
Line (Bases for Rates and Billing Instructions Eastbound), De. 
troit, Mich. 


L. A. Lowrey, Chicago District, 608 S. Dearborn St., Chicago, 
Ill. 


L. Agnew Myers, New York Harbor (Canal, Lake and Rail), 
326 Mills Bldg., Washington, D. C. 

L. E. Earlywine, Central Electric Traffic Association, 308 
Traction Terminal Bldg., Indianapolis, Ind. 

A. M. Schubert, Baltimore & Ohio Railroad, Continental Line, 
Central State Dispatch (Bases for Rates and Billing Instructions, 
Eastbound), Cincinnati, Ohio. 

C. W. Owen, Southern Pacific Co. (Atl. S. S. Lines), Houston, 
Texas. 

J. A. Reeves, Utah, Salt Lake City, Utah. 

R. H. Smith, Pennsylvania System (Index), 411 Seventh 
Ave., Pittsburgh, Pa. 

M. S. O’Connor, Empire Line, New York Central Railroad 
Co. (Guide Book), Cleveland, Ohio. 

M. C. Strawn, Oregon, Foot of Alder St., Portland, Ore. 

J. B. Sweeny, Eastern and Interior Eastern Points (Rail 
and Water) to Southern Points, Baltimore, Md. 

J. B. Stewart, Ontario Central Despatch, Michigan Central 
R. R. (Guide Book), N. Y., 0. & W. Ry., New York. 

R. H. Vaughan, Blue Ridge Despatch (Guide Book), Cin- 
cinnati, Ohio. 

Fred Wild, Jr., Colorado-Utah Freight Bureau, Denver, Colo. 

G. C. Wright, Northwest Freight Tariff Bureau, 175 East 
4th St., St. Paul, Minn. 

W. P. Emerson, Gulf Ports, New Orleans, La. 

A. C. Fonda, Texas Lines Tariff Bureau, Dallas, Texas. 

J. J. Cottrell Southern Lines, Richmond, Va. 

G. P. Conard, Railway Equipment Register, 424 West 33rd 
St., New York, N. Y. 

Chas. S. Fay, Louisiana Lines, New Orleans, La. 

Thornton Lewis, Kanawha Dispatch, C. & O. Ry. Bases for 
Rates and Billing Instructions (Eastbound), Cincinnati, Ohio. 

R. H. Smith, Star Union Line Guide Book, Bases for Rates, 
Bases for Rates and Billing (Eastbound), Pennsylvania System, 
Pittsburgh, Pa. 

Nat. Duke, Bases for Rates and Billing Instructions (East- 
bound), Lackawanna Line, Lake Shore-Michigan Central-Pere 
Marquette, New York, N. Y. 

M. S. O’Connor, Merchants Despatch. Bases for Rates and 
Billing Instructions (Eastbound), New York Central Fast Freight 
Line, Cleveland, Ohio. 

H. G. Powell, agent, Wood River District Lines, Alton, Il. 

T. C. Morrison agent, New York Dock, 334 Furman St., Brook- 
lyn N. Y. 


L. G. Waldrop agent, Nashville terminals, Nashville, Tenn. 


A. & N. C. BOND ISSUE 


The Atlantic & North Carolina Railroad Company has 4ap- 
plied to the Commission for authority to issue $325,000 of 6 
per cent refunding mortgage bonds for the purpose of refund- 
ing outstanding bonds maturing July 1, 1922. The company 


proposes to sell the bonds to the Fidelity Bank of Durham, 
N. C., at par. 


READING COMPANY APPLICATION 


The Reading Company has applied to the Commission for 
consent to continue its guaranty upon $500,000 of first mort 
gage bonds of the Philadelphia & Frankford Railroad Company. 
The latter company, by application of July 24, 1922, asked for 
consent to extend time for payment of the $500,000 of bonds, 
which matured August 1, 1922, until August 1, 1952, with interest 
during the extended period at the rate of 4%4 per cent per al- 
num. The holders of the bonds agreed to extend the time pro 
vided the Reading Company, which owns the capital stock of 


the Philadelphia & Frankford, continued its guaranty of the 
bonds. 


DETROIT & MACKINAC SECURITIES 


The Detroit & Mackinac Railway Company has applied to 
the Commission for authority to issue and sell $450,000 of 4 
per cent prior lien bonds, for the purpose of paying notes it 
curred to meet payrolls, make repairs and purchase necessary 
supplies. The company proposes to sell the bonds to the Bank 
of the Manhattan Company of New York at not less than 80 
per cent of par and accrued interest. 


BOSTON & MAINE BONDS 


The Commission has authorized the Boston & Maine t 
issue and sell at not less than 87.89 per cent of par and accrued 
interest $4,000,000 of 6 per cent mortgage bonds, the proceeds 
of which will be applied on the retirement of $3,991,000 of 
maturing securities. Merrill, Oldham & Co. hag agreed to pur 
chase the entire issue at 87.89, the Commission said. 
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sl Use this always open Florida port, save money and make your goods move faster. 
Note the savings effected from various centers by shipping through Jacksonville as 
against New York. Similarly lower rates are offered through Jacksonville than by other 
nr North Atlantic ports. 
tral 1st 2nd 3rd 4th 5th 6th 
From To Class Class Class Class Class Class 
Cin. Chicago New York..... 1.42 124% 94% 66 56% 47% 
Jacksonville ... 
Yolo, e ’ ee geet, eet) eee) ee ea 
Bast Differential 
Detroit New York..... 1.11 97 73% 51% «44 37 
Jacksonville ... 
gard Differential 
Indianapolis New York..... 1.32 1.16 88 61% 52% «44 
for Jacksonville ... ; 51 
5 ee 0 ee 
Ohio, Differential 
ates, 
stem, Clevelano New York..... ‘ ‘ d F -40 33% 
Jacksonville 
East- <==} <n cnt skits scence - <cismegene 
-Pere Differential 
; and St. Louis New York..... 1.66 1.45% 1.10% #£.77 .66 55% 
eight Jacksonville ... : 
n, Il. Differential 
sr0ok- Cincinnati New York..... . . d 57% . 41% 
Teun: Jacksonville ... 1, ‘ 
Differential 
i Louisville |= New York ..... J d 56% «47 
" i, Jacksonville ... J j - 
efund- Diff . a. > aan. wk aa 
meson ifferential ... .35 31 24% 18% = «.16 14 
irham, Rates in cents per 100 pounds. Above rates effective July 1, 1922. 
MEMORANDUM—tThe municipal docks and terminals adhere to Glenn’s Port Charges Tariff 
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Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


December 4—Washington, D. C.—Examiners Mullen and Borland: 

* 13528—Investigation of power brakes and appliances for operating 
power brake systems. 

Dgcomber 4—Philadelphia, Pa.—Examiner Gaddess: 
13659—Gorgas-Pierie Mtg. Co. vs. Director General. 

13951—The e Atlantic Refining Co. vs. Director — Pa. R. R. 

December 4—St. Louis, Mo.—Examiner W. H. Wagn 
14122—Lubrite Refining Co. vs. Dayton-Goose Creek a et al. 
14185—Lubrite Refining Co. vs. Director General. 

December 4—Detroit, Mich.—Examiner Oliver: 

13982—Parker Bros. Co., Ltd., vs. Director General. 

14016—H. C. Carson et al., doing business_as H. C. Carson & Co. et 
al,. vs. Pere Marquette "et al. Such fourth section departures as 
may exist. 

December 4—At New York City, N. Y.: 
13494—Southern class rate investigation. 
December 4—Pittsburgh, Pa.—Examiner Eshelman: 
<< “wee Coal Producers’ Association vs. P. C. C. & St. L. 
. R Co. 
December 4—Los Angeles, Calif.—Examiner Flynn: 
13906—Globe Grain and Milling Co. vs. Director General. 
14305—Pioneer Paper Co., Inc., vs. Director General. 
December 4—Washington, D. C.—Examiner Pattison: 

Valuation Docket No. 151—In re tentative valuations of the proper- 
ties of Florida East Coast Railway Company and Atlantic & East 
Coast Terminal Company. 

December 4—Washington, D. C.—Examiner Sweet: 
Valuation Docket No. 12—In re Missouri Southern Railroad Company. 
December 4—Fargo, N. D.—Commissioner Campbell: 


* 13839—The Commercial Club of Fargo, North Dakota, vs. Ahnapee 
& Western Railway Co. et al. 


14068—Hopeman Material Company et al. vs. Nor. Pac. Ry. et al. 
1. and S. 1674—Gravel and sand from Barnesville, Downer and 
Downer Pit, Minn., to Fargo, N. D. 
December 5—Washington, D. C.—Examiner Kelley: 
Valuation Docket 106—In re tentative valuation of the property of 
Chicago, Milwaukee & Gary Ry. Co 
Deecember 5—Chicago, Ill—Examiner Kephart: 
14095 =_ re Milk Products Co. vs. Ahnapee & West- 
ern et a 
CReember 5—New Orleans, La.—Examiner McChord: 


08—Sales department Gillican-Chipley Co., Inc., vs. Director Gen- 
eral, Gulf & Northern. 
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14108 (Sub. No. 1)—Sales department, Gillican-Chipley Co., Inc., vs, 
Director General and Angelina & Neches River R. R. 
December 5—Philadelphia, Pa.—Examiner Gaddess: 
13944—-Hercules Powder Co. vs. A. T. & S. F. et al. 
14034—Hercules Powder Co. vs. Director ey B. & O. et al. 
December 5—Los Angeles, Calif. ew a Me a 
14231—Klein-Simpson Fruit Co. vs. T. & S. Ry. 

— Sugar Corporation vs. "henese weaaeed (further hear. 

ng). 
December 6—Washington, D. C.—Examiner McQuillan: 

1. and S. 1684—Cancellation of L. C. L. commodity rates on vehicles 
from and between points in Southern territory. 

December 6—Washington, D. C.—Examiner Gerry: 
13887—Coastwise Lumber and Supply Co., Inc., vs. Pa. R. R. et al. 
December 6—Washington, D. C.—Examiner Pattison 
Valuation Docket No. 84—In re tentative valuation of the property 
of the Peoria Railway Terminal Company. 
December 6—Philadelphia, Pa.—Examiner Gaddess: 
13962—E. I. Du Pont de Nemours & Co. vs. Director General. 
December 6—Detroit, Mich.—Examiner Oliver: 
14226—The Board of Trade of the City of Detroit vs. Wabash. 
December 6—Chicago, Ill—Examiner Kephart: 
14097—Hyman-Michaels Co. vs. Director General. 
14138—Hyman-Michaels Co. vs. Director General. 
December 6—St. Louis, Mo.—Examiner W. H. Wagner: 
14088—Walter A. Zelnicker Supply Co. vs. Sugarland Ry. et al. 
December 6—New Orleans, La.—Examiner McChord: 
14237—Krauss Bros. Lumber Co. vs. G. M. & N. et al. 
14241—Krauss Bros. Lumber Co. vs. Director General, A. C. L. et al, 
December 6—Argument at Washington, D. C.: 

Finance Docket 1881—In the matter of the application of the West- 
ern Pacific R. R. Co. for authority to acquire control of the Sac- 
ramento Northern R. R. 

December 6—Washington, D. C.—Examiner Marchand: 

Valuation Docket No. 19—In re tentative valuation of the property of 

the Death Valley Railroad Company. 
December 7—Philadelphia, Pa.—Examiner Gaddess: 

14032— ?. & G. Taylor Company, Inc., vs. Director General, L. V. 

et a 
December 7—St. Louis, Mo.—Examiner W. H. Wagner: 

14207—The Sandusky Cooperage and Lumber = vs. N. C. & St. L 
et al. Fourth section applications 458 of N. & St. L. Ry.; 1548 
of Sou. Ry.; and 2494 of St. L.-S. F. Ry. ok staves, heading 
and hoops from Algoa and other points in Arkansas, Mississippi 
and Missouri to Chattanooga, Tenn.). 

December 7—Chicago, Ill.—Examiner Kephart: 
14124—American Hominy Co. vs. Director General. 







NEW ORLEANS 


Superior Warehouse Facilities for Foreign 
and Domestic Merchandise 





The ever increasing car shortage should be an added inducement for shippers to take ad- 





vantage of Warehouse facilities located advantageously to the various rail and water carriers 
serving New Orleans so that Export and/or Domestic orders for surrounding territory can 
be filled immediately from stocks on hand. 

The location of our Warehouse is ideal for this purpose and also for the distribution of 
POOL CARS. This latter arrangement permits shippers to combine a number of L. C. L. 
shipments, consigning cars to the INDEPENDENT WAREHOUSE COMPANY, obtaining the 
benefit of the carload rate and at the same time facilitate delivery of orders, materially 
decrease pilferage, breakage or damage and resultant claims, thereby retaining a satisfied 
customer. 

Cars are unloaded, Under Cover, from tracks alongside Warehouse, contents immediately 
checked and segregated for ultimate delivery to consignee or on-carrying lines. For performing 
this service our charges are nominal. 

Operated in conjunction with the Dennis Sheen Transfer, Inc. (oldest and most reliable 
Transfer Company south), we are enabled to handle merchandise to and from Warehouse 
expeditiously and at minimum cost. 

All Concrete Warehouses—Low Insurance—GROUND FLOOR space only—equipped with 
Electrical unloading and piling devices built to eliminate damage and reduce cost of handling, 
enabling us to quote attractive rates. 

Our Warehouses are located on the river front and served directly by all New Orleans 
trunk lines, including the Public Belt Railroad, and have track facilities to accommodate 
Seventy-three (73) cars at one time. 

Rates and other information. gladly furnished upon application. 


NO CONGESTION OR EMBARGOES EXISTING AT NEW ORLEANS 





INDEPENDENT WAREHOUSE COMPANY 


C. A. Torrence, Manager 


Incorporated 





NEW rae! 
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NEW ORLEANS 


(SECOND PORT, U. S. A.): 


NO CONGESTION — NO DELAYS 


et al, 
Nest- 


In these days of car shortages, congestion and delays, an open port is 


of prime importance to the manufacturer or merchant engaged in foreign 
L. V. commerce. 


‘ty of 


i I The Port of New Orleans is such a port and invites your patronage. 
ssippi . | e]e.e 

Expanded to meet the requirements of commerce, the facilities of the 
Port of New Orleans have never been taxed. 


Ten trunk line railroads, 
The Mississippi-Warrior Service, 
Nine miles of highly developed water terminals 


(six miles of which are publicly owned and operated) 
embracing: 


4,000,000 square feet of covered wharves, 
3,000,000 square feet of open wharves, 
6 Export Grain Elevators having 7,000,000 bushels 


storage capacity, 


Unlimited storage facilities for cotton and general 
merchandise. 


91 Steamship Lines with frequent sailings to and from the 
principal ports of the world, including coastwise service to 
New York and Pacific Coast Ports, combine to insure an ex- 
pedition and dispatch to your business unsurpassed anywhere. 


For further information address 


Board of Commissioners of the Port of New Orleans 
NEW ORLEANS, LA. 
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December 7—Washington, D. C.—Examiner Kelley: 
Valuation Docket No. 152—In re tentative valuation of the properties 
of the Chicago, Rock Island & Pacific Railway Gompany; Keokuk 
& Des Moines Ry.; Choctaw, Oklahoma & G R. R.; St. Paul & 
Kansas City Short Line R. R.; Rock Island & Dardanelle Ry.; 
Rock Island, Stuttgart & Southern Ry.; Rock Island Memphis 
Terminal Ry.; Peoria & Bureau Valley R. R.; White & B 
River RY a the Chicago, Rock Island & Gulf Ry.; Morris Terminal 
Ry., and Chicago, Rock Island & Pacific Railroad Company. 
Valuation Docket Wisin Te tentative valuatios of property of Kam 
re ten ve valuation o - 
kakee & Seneca R. R. Co. . —* 
December 8&—Washington, D, C.—Examiner Hunter: 
14129—Upper Merion & Plymouth Railroad Co. vs. P. R. R. et al. 
December 8—Chicago, Ill—Examiner Kephart: 
1, and S. 1644—Cancellation L. C. L. commodity rates on lime from 
Joplin and Springfield, Mo. 
December 8—St. Louis, Mo.—Examiner W. H. Wagner: 


14229—-Mid-continent Equipment & Machinery Co. vs. Missouri 
Southern et al. 


December 8—Nashville, Tenn.—Examiner Woodrow: 
14141—Tennessee Chemical Co. vs. L. & N., Director General et al. 
13591—Read Phosphate Co. vs. Director General. 

December 8—Ogden, Utah—Examiner Flynn: 
14181—The Amalgamated Sugar Co. vs. Director General, O. S. L. 
bi. Fg Amalgumated Sugar Co. vs. Director General, Union Pa- 

al, 
oa Amalgamated Sugar Co. vs. Director General, O. S. L. 

December 8—Jamestown, N. D.—Commissioner Campbell: 

13917—-Chamber of Commerce of Jamestown, N. D., et al. vs. Big 
Forks & International Falls Ry. Co. et al. 

Oecember 8&—Washington, D,. C.—Examiner Pattison: 

Valuation Docket No. 195—In re tentative valuation of the property 
of Central Union Depot and Railway Company of Cincinnati. 
December 8—Argument at Washington, D. C.: 
10197—Avella Coal Co. vs. P. & W. Va. Ry. Co., Director General. 
10197 (Sub. No. 1)—Meadow Lands Coal Co. vs. P. & W. Va. Ry. Co., 
Director General. 

10197 (Sub. No. 2)—Waverly Coal and Coke Co. vs. P. & W. Va. 
Ry. Co., Director General. 

10197 (Sub. No. 3)—Pryor Coal Co. vs. P. & W. Va. Ry. Co., Director 


General. 
10197 (Sub. No. 4)—Duquesne Coal and Coke Co. vs. P. & W. Va 
y. Co., Director General. 

10197 (Sub. No. 5)—Davis L. Newell, receiver of Pittsburgh & South- 

western Coal Co. vs. P. & W. Va. Ry. Co., Director General. 
‘10197 (Sub. No. 6)—Ferguson Coal and Coke Co. vs. P. & W. Va. 
Ry. Co., Director General. 

Finance Docket 36—In the matter of the application of the Utah 
Terminal Ry. Co. for a certificate of public convenience and neces- 
sity authorizing it to construct a new line of railroad. 

Finance Docket 1632—In the matter of the application of the Utah 
Ry. Co. for a certificate of public convenience and necessity au- 
thorizing it to acquire and operate a new line of railroad. 

December 9—Memphis, Tenn.—Examiner J. McChord: 

1. and S. No. 1683—Lumber from Ohio and Mississippi River cross- 
ings and points taking same rates or arbitraries higher to Western 
Trunk Line territory. 

December 9—St. Louis, Mo.—Examiner Wagner: 

14276—Mid-Continent Equipment & Machinery Company vs. Missouri 
Southern Railroad Company et al. 

December 9—New York, N. Y.—Examiner Gaddess: 

11 ohn E. Murray vs. Director General. 

December 9—Cleveland, O.—Examiner Oliver: 

14148—The Grasselli Chemical Co. vs. Director General, Pa. R. R., 
Western Lines. 

13847—Cleveland Brass and Copper Mills, Inc., vs. Director General. 

December 11—Chattanooga, Tenn.—Examiner Woodrow: 

l. and S. 1690—Cancellation of commodity rates on ‘‘plumbers’ sup- 
plies’ from Chattanooga, Tenn., and group to south Atlantic ports 
and Florida junction points. 

December 11—Washington, D. C.—Examiner Hunter: 
—_— oon Utilities Commission of Kansas vs. A. T. & S. F. 
y.e : 
December 11—New York, N. Y.—Examiner Gaddess: 
13795—Metal & Thermit Corporation vs. Director General. 
December 11—Memphis, Tenn.—Examiner McChord: 
14127—J. M. McLeod et al. vs. T. & P. et al. 
December 11—Chattanooga, Tenn.—Examiner Woodrow: 
14078&—The Chattanooga Mfg. Co. vs. A. G. S. et al. 
December 11—Cleveland, O.—Examiner Oliver: 

14039—The Brooks Oil Co. vs. B. & O. et al. 

Oecember 11—Washington, D. C.—Examiner McQuillan: 

13972—Alabama & Mississippi R. R. Co. et al. vs. A. T. & S. F. 
Ry. Co. et al. 

December 11—Washington, D. C.—Examiner Pattison: 

Valuation Docket No. 83—In re tentative valuation of the property of 

Toledo, St. Louis & Western R. R. Co. 
December #&-Bismarck, N. D.—Commissioner Campbell: 
14162—Industrial Commission of North Dakota vs. Nor. Pac. 
December 12—Chicago, Ill.—Examiner Kephart: 
14136—The Garratt-Callahan Co. vs. A. C. L. et al. 
December 12—Memphis, Tenn.—Examiner McChord: 
Layne & Bowler Co. vs. Director General. 
14217—Brown Coal Co. vs. Director General. 
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December 12—New York, N. Y.—Examiner Gaddess: 
* 13955—Pittsburgh Crucible Steel Co. vs. Director General, P. R. R.- 
Western Lines. 

14021—The American Sugar Refining Co. vs. Director General. 
December 12—Cleveland, O.—Examiner Oliver: 

14146—The Cleveland Provision Co. vs. A. G. S. et al. 
December 12—Salt Lake City, Utah—Examiner Flynn: 

1 Jeremy Fuel and Grain Co. et al. vs. Director General. 
December 12—Washington, D. C.—Examiner Marchand: 


Valuation Docket No, 38—In re tentative valuation of the property 


of Carolina & Yadkin River Railway Company. 


December 13—Washington, D. C.—Examiner McQuillan: 
i. = S. No. 1689—Classification specifications for fibre box con- 
ainers. 
December 13—Argument at Washington, D. C.: ; 
1 a Packing and Provision Co. et al. vs. C. M. & St. P, 
et al. 
December 13—Chicago, IlIl.—Examiner Kephart: 


14111—Swift & Co. vs. Director General, S. P. & S., et aL 
14173—Swift & Co. vs. T. & P. 


14173 (Sub. No. 1)—Armour & Co. vs. T. & P. 
December 13—Birmingham, Ala.—Examiner Woodrow: 

14213—Corona Coal Co. vs. Sou. Ry. et al. 

14222—-Corona Coal Co. vs. Sou. Ry. et 


al. 
14246—Corona Coal Co. vs. St. L.-S. F. Ry. et al. 


December 13—Cleveland, O.—Examiner Oliver: 
14151—The Kelly Co. vs. A. B. & A. et al. Such fourth section de- 
partures as may exist. 
December 13—Salt Lake City, Utah—Examiner Flynn: 
13922—-Utah Oil Refining Co. vs. Director General. 
December 14—Argument at Washington, D. C.: 
11481—The Certain-teed Products Corp. et al. vs. A. T. & S. F. et al. 
Il. and S. 1468—Building and roofing paper between Western Trunk 
Line points. 
12071—Adriatic Mining Co. et al. vs. C. & N. W. et al. 


December 14—New York, N. Y.—Examiner Gaddess: 
14057—General Chemical Co. vs. Director General. 
14062—General Chemical Co. vs. B. & O. et al. 
December 14—Louisville, Ky.—Examiner McChord: 
14077——Louisville Fire Brick Works vs. Director General and Sou. Ry. 


December 14—Salt Lake City, Utah—Examiner Flynn: 
14027—Utah-Idaho Sugar Co. vs. Director General, Los Angeles & 
Salt Lake R. R. et al. 


December 14—Chicago, Ill.—Examiner Kephart: 
13879—Armour & Co. vs. Director General. 
14155—Armour & Co. vs. Director General. 


December 14—Columbus, O.—Examiner Bardwell: 
14252—In the matter of intrastate rates on sand, gravel, crushed 
stone and vitrified paving blocks within the state of Ohio. 


December 15—Louisville, Ky.—Examiner McChord: 

* I. and S. 1692—Intermediate application of class rates from Lexing- 
ton, Ky. - 

December 15—Chicago, Ill.—Examiner Brown: 

* 10733—The National Paving Brick Manufacturers’ Assn, et al. vs. 
Director General, A. & V. Ry. Co. et al. 


December 15—St. Louis, Mo.—Examiner Seal: 

* I, and S. 1695 (first supplemental order)—Grain, grain products and 
seeds from western points, Cairo, Ill., and Memphis, Tenn., to 
Mississippi River crossings, related points and points east thereof. 


December 15—Atlanta, Ga.—Examiner Woodrow: 
* I, and S. No. 1700—Transit privileges and routing on cotton and cot- 
ten linters via L. & N. R. R 


December 15—St. Louis, Mo.—Examiner Seal: 

l. and S. 1695—Grain, grain products and feeds from western points. 
Cairo, Ill., and Memphis, Tenn., to Mississippi River crossings, 
related points and points east thereof. 


December 15—Chicago, Ill.—Examiner Kephart: 
1. and S. No. 1682—Coke from St. Louis Park, Minnesota, to destina- 
tions on C. St. P. M. & O. Ry. and M. St. P. & S. S. M. Ry 


C. A. & S. ACQUIRES LINE 


The Commission has authorized the Chicago, Attica & South- 
ern Railway Company to acquire and operate a line of railroad 
extending from LaCrosse, Ind., to a point 25.72 miles north of 
Brazil, Ind., at a connection with the Chicago, Indianapolis & 
Western, and a branch line extending from Percy Junction, Ind, 
to the Illinois state line. The total length of both lines is 145 
miles. The lines form a part of the coal railway division of the 
Chicago & Eastern Illinois Railroad, and were recently aban- 
doned as to interstate and foreign commerce under permission 
of the Commission. The Commission said while the record did 
not indicate affirmatively that the property could be operated at 
a profit, yet the road was in existence and capable of supplying 
an urgent public need. The company was organized in October, 
1922, for the purpose of acquiring the lines and operating them, 
and has agreed to pay $250,000 for the 145 miles of line, the 
Commission said. Of the $250,000, $110,700 has been subscribed 
by persons dependent on the lines for transportation. 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


GEORGE T. BELL 
COMMERCE COUNSEL 


= -Examiner, Interstate Com- 

merce Commission. or ten years Commerce Counsel, 

various shippers’ organizations, and member Nati 
Industrial Traffic League. 


Woodward Building Washington. D.C. 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
COLORADO BUILDING 


Telephone, Main 3840 Telephone, Harrison 8808 





THE TRAFFIC WORLD 


418-430 S. MARKET STREET 


Improved all-rail freight 
service, coast-to-coast 


F your shipments must reach the west 
as quickly as freight can carry them, 
use the T-C-F all-rail consolidation 

and forwarding service between Atlantic 
and Pacific points. 


The reduced rail rates on machinery and 
the enlargement of classifications on items 
of electrical machinery to be included in 
Class A cars makes it desirable to ship by 
T-C-F all-rail service. 


S 


Shipments will be handled expeditiously 
from any part of the east to Pacific Coast 
ports or to intermediate western points. 


We shall be glad to quote cur- 
rent rates and give complete 
information upon request. 
Address the nearest office. 


TRANS-CONTINENTAL 
FREIGHT COMPANY 


Export and domestic freight forwarders. 
Consolidators of household goods, auto- 
mobiles, pianos, machinery and all 
forms of general merchandise. 


General Offices: 203 So. Dearborn St., Chicago 
Eastern Offices: Woolworth Building, New York 


Boston, Old South Bldg. Denver, 1700 Fifteenth St. 
Buffalo, Ellicott Square Los Angeles, Van Nuys or | 
Philadelphia, Drexel me, | San Francisco, i Idg 
Cincinnati, Union Trust Bldg. Seattle, Alaska B Idg. 

Cleveland, Hippodrome Bldg. Portland, Ore., 13th & Kearney. 
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EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; San Juan, Porto 
Rico; Guadeloupe; Martinique; Barbados and Trinidad. Also North Coast of South America 
and Curacao as sufficient cargo offers. 















ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager GEO. C. McLAUGHLIN, Manager 
KANSAS CITY OFFICE: 1039 New York Life Building 
A. J. FORD, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 


CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 
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The SanAntonio and Aransas Pass Railway Co. 
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A. R. Canfield, 
Com. Agt., 
Houston, Tex. 


7 


Mie © Md LU 
© Reerman/ 


Vara 





BMI Gr 


SSN 


Re SLL 


~ 











a Saeen ‘on " 
6¢UutL F 
OF 






Yodo eon, 
~, “eg, —weME xX! CO 
oY SPEEDY, 


ACCURATE, 
AND 


ACCOMMODATING 


wise 17 PERFORMANCE 





Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 

List of Direct Connecting Rail Lines: 


Aransas Harbor Terminal Railway 


























Saiz hire : _ Fredericksburg & Northern Ry. 

San Antonio! 23 “< lle SRST a Se Gulf ae a Santa Fe Ry. 
Below is approximate service in days from following cities and River Crossings: International & Great Northern Ry. 

SL CE. aimee abner dear ne. Missouri, Kansas & Texas Ry. 
_FROM | Waco|_Houston | San Antonlo_| Corpus Christi Alice jlaredovia lice!  S0uthern Pacific lines = 
Eonane City) = ........ 4 days : days : days : days : days San Antonio Southern Ry. — 
ok AES Bi aeemetee 46 He “ He “ a ee a4 6 St. Louis Southwestern Ry. (Cotton Belt) 
New Orleans! 3 days 3% S. 2 3... 3:¢ 3% * Sugar Land Ry. 

. Proportionate service to above is rendered to all intermediate points. Trinity & Brazos Valley Ry. 


Texas Mexican Ry. 
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Where to reach them 


Pe city? 


RED MAN’S TRAIL—WHITE MAN’S HIGHWAY 


The Red Man, who walked or rode his Indian pony between what are now Globe and Phoenix, 
Arizona, in frontier days, was an Apache. The way over which he traveled was a trail; hence the 
former name— 


Apache Trail 
The White Man who makes the trip today travels by automobile over a well-constructed road; 
hence the modern name— 


Apache Trail Highway 
— All Motor Mountain Trip — 


If one prefers, there is nothing to prevent the use of saddle horse or burro, but to most travelers 
the great attraction of this Arizona mountain trip is that the entire journey may be made in comfort— 
viewing the romantic mountain panorama from the cushioned seat of a high-powered automobile. 


SPEED—TIME SAVING—COMFORT—REST AND REFRESHMENT STATIONS 


Roosevelt Dam and Lake—Cliff Dwellings—Salt River Canyon—Fish Creek Canyon—Mormon Flats 
Superstition Mountains 
View of Great Copper Mines and Smelters Marvelous Irrigation Development in Salt River Valley 


Tri-weekly sleeping-car service between New Orleans and Globe has been restored for the season, 
and daily through sleeping-car service is in operation between Phoenix and Los Angeles; enabling 
transcontinental passengers who, 


Take the 


Sunset Route 


T California 


to make this 120-mile automobile detour without the loss of a business hour—arriving Los Angeles 
at 7:55 A. M. instead of the previous night. 


For literature and information, address SOUTHERN PACIFIC LINES 





